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NEED MORE HELP? 


CALL ERIE... EVERY ERIE TRAFFIC MAN 
IS AN EXPEDITER 


Case History No. 4 
TRAFFIC MANAGER: Our plant is going to close down if we 


don’t get that car tomorrow. 


ERIE REPRESENTATIVE: Delivery was scheduled for the day 


after tomorrow, but I'll see what I can do. 





SEQUEL: The traffic manager got his car the next day. 







Z Every Erie office is a Service Bureau — designed to help 
PENNSYLVANIA 


NEW RSEY in every way possible to speed the war effort. When you 
and ? ¢ ° 


P - YORK 


need help on transportation problems, eall the Erie man. 


It’s the MEN 
who make the Erie! 


‘+ ERIE RAILROAD 





AKRON 
A 


* \ PENNSYLV. 





5A YEAR | 30c A COPY 








war against winter. 


It’s a war being fought by railroad men to keep the 
greatest traffic load in history rolling every minute 
of the day and night. 


It means miles of snowsheds built through the 
mountains. I 


It means miles of detector fences to warn of snow- 
slides. 


It means mighty locomotives puffing behind great 
rotaries, or shoving steel-winged plows to fling 
drifts aside. , 


€ 


It means men braving the blizzard’s bite to keep 
clear the thousands of switehes — repair crews 
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standing ready to meet the threat of flood-swollen 
streams. 


All this is an old story to railroad men — but it’s 
a story that takes on new drama today. 


For America depends on its railroads as hever 
before, to keep its war factories humming, its 
armies fed and equipped around the world — at the 
same time that 130 million Americans at home are 
supplied with the food and fuel they must have. 


Railroad men know the size of the job that rests on 
their shoulders. It’s a job twice as big as it was 
before the world went to war. 


And they’ll give it the best they’ve got, so long as 
they have an engine that will pull, a car that will roll, 
and a track to follow. 
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Shank you . 


SHIPPERS and RECEIVERS 
FOR THE WAY YOU'VE HELPED US 
KEEP THIS EQUIPMENT ROLLING... 
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UNCLE SAM CALLED FOR ACTION 
—YOU ARE HELPING US GIVE IT 


Our hats are off to you men whose unstinted 
co-operation in loading and unloading is making it 
possible for us to speed the flow of materials to vital 
production lines. Yours is the spirit that has made 
America great, and we congratulate you heartily. @ 
You have realized that trucking equipment stymied 
at a platform retards the war effort all along the 
line. So you've reacted accordingly ... and acceler- 
ated action is the obvious spirit of the hour prac- 
tically everywhere we pick-up or unload. @ Thanks 
a million! And keep it up! You're helping us help 
America . . . and, incidentally, to demonstrate that, 
FOR SHIPMENTS MIDWEST, DECATUR IS BEST. 


Taxes an@ TEARSDOREAUION:. «....<.0.. 6 4.0eccccccece cess 387 


ERNIE SUE IMEI i555 5 is 5555 Sos 6 aid oye hwo ws 391 





Domes Of the DERG CUI. o6c oes cic kw cee vassnws 391 
Mapent @E Miew Comet... o. 5 ons cc cccccccsecsceces 393 
ns CN MINE SION, os cic on daw aadasgenncsees 393 


Docket of the Commission.............cceesccscces 396 









TRAFFIC WORLD 


Name Registered U. S. Patent Office — Copyright, 1948, Traffic Service Corporation 
Published Every Saturday by The Traffic Service Corporation 


Founded 1907 — 36th Year 
ii)  E. F. Hamm, Jn, President and Treasurer @ 
Henry A. Patmen, Vice President and Secretary 


Publis Headquarters: 418 S. Market yey Tl, U. S. A. 
ashington, D. C., Office: 1023-28 Earle Building 


ee. a Race Bi nena veteneeacnnnttninc setae, 
EDITORIAL AND BUSINESS STAFF 


H. A. PaLmer S. H. Smirn, 
Editor Chief, Wash. News Bureau 


Rosert J. Bayer, Assistant Editor 

R. R. Lernem, Magr., Special Service Dept., Washington 
D. J. Hansen, Circulation Mgr. Emu G. Sranuey, Advertising Mar. 
Advertising Representatives: R. W. Ciassen, J. B. Cox 





Published weekly by THE 1 by THE oe Smrvicus Corr., 418 S. Market St., Chicago, Ill. Entered as 
second class mstter January 1, 1913, at the postoffice at Chicago, Ill., under the of March 3, 1879 





{ anited 


Before the first dinosaurs roamed the 
world, I was settling in my bed, wait- 
ing. For Man, when 
Sr he arrived, would . 
[AED have need of me. 1 was to deliver him 
Va , from the labor of his hands ... to make 
itt his wheels turn faster... to lead him 
from the age of stone to iron and 
steel. I was to make possible the railroads, linking 
cities and countries. I was 
to help Man build his civi- 
lization and to win his wars. 


My name is Coal. 
* 

COAL, in peacetime, supplied the major portion of 
power and heat for this country. Now its job has been 
tremendously stepped up; for, as a war commodity, coal 
is as important as TNT. Fortunately, America’s bitumi- 
nous coal supply is virtually limitless. Reserves in the 
earth are estimated at 1,600,000,000,000 tons—enough 
to last 3,000 years. 


a Wwadred million years to he Ip bear 
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Answering the call in America’s greatest hour of need, 
the Bituminous Coal Industry has magnificently 
responded. In 1939, when war began in Europe, 
America’s production of bituminous coal was 400,000,000 
tons. During 1942 the Industry upped its production to 
580,000,000 tons . . . an increase of 40%. This year, 
when our every effort will be bent on crushing the Axis, 
the production goal of the Bituminous Coal Industry is 
600,000,000 tons—dependable economical heat and power 
for homes and industries fighting in the cause of Freedom. 


This message is published as a tribute to the Bituminous 
Coal Industry by 


CHESAPEAKE anv OHIO LINES 


America’s Largest Originating Carrier 
of Bituminous Coal 


Hitle, / 
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Barge Line and Transportation Tax 


We commend to readers the letter (elsewhere) of 
°® mr. H.B. Cummins, general manager of the Hous- 
ton Port and Traffic Bureau, calling attention to what 
he aptly terms the “federal and bureaucratic banditry”’ 
perpetrated in exempting from the transportation tax 
traffic via the Federal Barge Line, owned and operated 
by the government, though it must be paid on freight 
privately transported. 

To be sure, Mr. Cummins is especially exercised 
over the fact that this exemption works against the 
Texas ports in favor of their competitor, New Orleans, 
because the latter gets the benefit of freight transported 
at lower cost via the government’s river line—a kind of 
transport already heavily favored. But then, few but 
editors and preachers get worked up about matters of 
mere principle and the public good; generally it is only 
those others whose pocketbook or comfort is affected 
who rise to fight injustices, but they may be injustices, 
nevertheless, and should be set right no matter who calls 
attention to them or why he does so. 

The exemption from the transportation tax of 
barge line freight arises from the fact that the law 
makes an exception of amounts paid to or by the United 
States for the transportation of property and the ruling 


of the Internal Revenue Department that this applies to 
the government barge line. If the law does thus provide 
—and it seems to—then it is a fool law and should be 
repealed; if the ruling of the Internal Revenue Depart- 
ment is unwarranted under the law, then it should be 
disregarded and contested. 

One need know nothing of transportation to under- 
stand that the government, with its barge line—already, 
as we have said, heavily subsidized by indirect methods 
—is in direct competition with privately owned and op- 
erated agencies of transportation, principally the rail- 
roads. Shippers by rail have to pay the transportation 
tax; shippers by barge line do not; those of them, there- 
fore, who can use the barge line have an unfair advan- 
tage over those who cannot. This has always been the 
case, but the unfairness is increased by this tax exemp- 


tion, which has no justification in decency or common 
sense. . 


Is our government always to be a beggar and a chis- 
eler even when extorting heavy taxes from its citizens? 
It has the benefit of “land grant rates’”’ on all roads to 
which land grants were made in the early days, which 
rates, of course, have to be met in competition by other 
roads that are not compelled by law to make them, and 





OUR PLATFORM™ 


(THE LON 
A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of > old law y make it apply — ol ee 
agencies; less, of more, gevernment con 
Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 
Keep politics out of rate-making. 
An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 
Proper payment by inland waterway transport for the 
use of the waterways as a place of doing b 
alization by railroads that they must do something by 
way of group operating economies to help themselves and ce- 
operation by shippers in such economies. 


Every effort by railroads not only te expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress te make recom- 
mendations fer legislation. 
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G@ HAUL) 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission com of men, 
not only of good character and general ability, but with seme 
special em in and knowledge of the matters with which 
they have te deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound patie policy. 

Revision of railroad working rules and agreements to 
prevent pay fer work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization industrial traffic men that the 

v 


must equip themselves to e the sort of service that wil 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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it insists that the same low rates must be made on 
traffic moving to plants that are involved in the war 
effort, though not operated by the government. It is 
a direct graft. The exemption of barge line traffic from 
the transportation tax is another graft, benefitting 
some shippers at the expense of others, some ports at 
the expense of other ports, as Mr. Cummins has pointed 
out, and the government’s own transportation agency 
at the expense of other agencies privately operated. 

One thing that leads us to believe that the ruling of 
the Internal Revenue Bureau may not stand up is that, 
as we pointed out last week, under it, not only is the 
barge line charge exempt from the tax but the whole 
of the charge paid to the barge line, even when the 
movement is partly by rail, is exempt. That, of course, 
is not only unfair, but idiotic. 


Impetus—we hope—was given this week to Senator 
Reed’s bill to give the Interstate Commerce Commis- 
sion power to compel pooling of the proceeds of 
general rail rate increases, by the letter of the Commis- 
sion’s legislative committee advocating the measure. 
We do not see how anyone, shipper or carrier, could 
object to the principle involved—except the more pros- 
perous roads who do not wish to give any part of what 
they may get to weaker roads that need it. There is, 
of course, no immediate case on which to hang this 
idea—unless, perchance, the Commission, in Ex Parte 
148, now being heard on petition that the rate increases 
be removed, should decide that they might remain if 
the proceeds were pooled. This hasn’t been suggested, 
that we know of, but it might well be. 


Pay as You Go-Broke 


Advocates of the Ruml plan to forego collection of 
income taxes for 1942 and begin a “pay as you go” 
system this year doubtless were intrigued by the prom- 
ise of escaping their 1942 taxes, but in proposing such 
a plan they have brought woe on their heads. The “pay 
as you go” idea seems to have taken hold, but if it 
prevails it will doubtless be accompanied by a plan 
for also paying 1942 taxes with the current taxes. 
We point out that “forgiving” 1942 taxes and pro- 
ceeding at once with a “pay as you go” policy would 
be of no advantage or disadvantage financially to any- 
one (outside of exceptional cases) except that it would 
free the taxpayer from the fear that he might die 
with a charge for the last year’s taxes against his 
estate, and, by the same token, deprive the government 
of that revenue. The government, to be sure, under 
the present plan, is a year behind in its tax collections, 
but, as has been pointed out, if the “pay as you go” 
policy, once begun, were adhered to and the 1942 taxes 
were remitted, there would never be a loss shown 
(outside of the tax now collected from estates when 
taxpayers die—and that only for the first year) until 
“judgment day,’ when, presumably, all earthly debts 
and credits will be thrown into the discard. 
Nevertheless, we suggest that the business-like 
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method of procedure would be to adopt the “pay as 
you go” policy, effective now on this year’s income, 
and spread the payment of the 1942 taxes over a term 
of years. If it is attempted to collect 1942 and 1943 
taxes at the same time the burden will be too great 
on many taxpayers and—what is more important from 
the point of view of the Treasury Department— it wil] 
not collect the money, for it has been demonstrated 
that blood cannot be squeezed out of a turnip. It js 
all very well to say that the money for income taxes 
ought to have been laid aside as it came in, but how 
many persons do you know who have done that? The 
government itself does not do business that way. 


It always makes us weary to hear railroad man- 
agement talk about the loyalty of its union labor, 
which seeks only to get as much as it can for as little 
as possible from its employers. The talk of manage. 
ment to the contrary is only its effort to defend itself 
from charges of softness in dealing with its employes, 
If anyone does not believe this let him read the editorial 
in the February number of The Railroad Trainman, 
published by the Brotherhood of Railroad Trainmen, 
of which the notorious A. F. Whitney is president, on 
“The Transportation Association of America.” The 
editorial is an effort to discredit this association on 
the ground that it is sponsored and supported solely 
by the railroads—which, of course, it is not. Would 
anyone with any sort of friendly feeling for the rail- 
roads make this untrue charge, or even believing it, 
attack an organization and its motives merely because 
they were railroad sponsored? 


REDUCED RATES FOR MERCHANT SEAMEN 


Bills authorizing railroads to furnish transportation to 
merchant seamen traveling on authorized leave of absence at 
the same rates as those applicable to members of military and 
naval forces traveling at their own expense, on official leave, 
furlough or pass, have been introduced by Senator Butler, of 
Nebraska, S. 679, and by Representative Miller, of Nebraska, 
H. R. 1743. The bills provide that transportation may be fur- 
nished at such reduced rates on presentation by any such mer- 
chant seaman of a certificate issued and executed in accordance 
with such regulations as the War Shipping Administrator may 
prescribe. 


MISSOURI INTRASTATE FARES 


The Commission, division 1, by an order in No. 28938, Mis- 
souri Intrastate Fares, has instituted an investigation, on peti- 
tion of common carriers by railroad operating in Missouri, to 
determine whether the refusal of the Public Service Commis- 
sion of Missouri to authorize Ex Parte 148 passenger fare in- 
creases on intrastate fares cause violations of section 13 of the 
interstate commerce act, as alleged by the railroads (see Traffic 
World, Jan. 23, p. 192, and Feb. 6, p. 300). The proceeding 1s 
to be assigned for hearing at such time and place as the Com- 
mission may hereafter direct. 


TEXAS RATE INCREASES 


The Railroad Commission of Texas has asked the Com- 
mission to postpone the effective date (March 1) of its order 
in No. 28846, Intrastate Rates in the State of Texas, requiring 
the raising of certain intrastate rates and charges in Texas t0 
the interstate level authorized in Ex Parte 148, until “the 
Commission shall have made its decision upon the reopened 
hearing in Ex Parte 148.” The petitioner said it had appeared 
at the reopened hearing in Ex Parte 148 and had presented 
evidence, and that a large volume of evidence likewise had been 
presented by other parties, all of which evidence should be 
—, before any final order in No. 28846 should become 
effective. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Substituted Motor Freight Service 


Texas & Pacific Motor Transport Co., wholly-owned sub- 
sidiary of Texas & Pacific Railway Co., by a report in MC 
50544, Texas & Pacific Motor Transport Co., Common Carrier 
application, embracing Subs. 1, 2, 3, 4, 7, 9, 10 and 14, exten- 
sions, has been required by the Commission, division 5, to 
withdraw as a party to tariffs containing all-motor local or 
all-motor joint rates, and to terminate its participation in a 
directory providing for the substitution of the train service for 
motor vehicle service at its option. The T. & P. subsidiary 
had asked the Commission to require its officers to accept for 
fling the directory in question, and to issue instructions that 
the subsidiary should be accorded equal rights with other com- 
mon carriers of filing and maintaining tariffs, or suggest a 
method by which it might continue to join in the rates to which 
it was now a party. 

The report said that the certificates held by the subsidiary 
limited its operations to those which were auxiliary to, or sup- 
plemental of, rail service and that it could not therefore per- 
form services under the aforementioned all-motor local or joint 
tariffs, nor properly be a party to tariffs which provided for 
the substitutiton of rail for motor service. 

The need for improvement in the rail service of the railway 
not only formed the basis for the conditions imposed in the cer- 
tificates, said the report, but was the basis on which authority 
was granted the subsidiary, rather than requiring the railway 
to utilize existing motor carriers in order to improve its service. 

No affirmative order would be entered at this time, the re- 
port said, but the subsidiary would be expected within a rea- 
sonable time to bring its service and tariffs in line with the 
findings. 

Certain motor carriers, the Railway Labor Executives’ As- 
sociation, and Southwestern Motor Freight Bureau, Inc., inter- 
vened, the report said, to protect their interests. 


N. J.-PA. OIL TRUCK RATES 


In a report in MC C-261, Gasoline, Kerosene, and Light 
Oils from New Jersey Points to Eastern Pennsylvania Points, 
the Commission, division 2, on investigation of common and 
contract carrier rates on gasoline, kerosene, and other light 
oils, in tank-truck loads, from certain New Jersey points to 
points in eastern Pennsylvania, has found the rates just and 
reasonable except that the minimum rates maintained by re- 
spondent contract carriers, E. Brooke Matlack and George D. 
Miller, are, and for the future, will be, unjust and unreason- 
able to the extent that they are subject to a minimum of less 
than 3,500 gallons. The order is effective April 1. 


Live Stock Cars in the South 


_ The Commission, division 3, in a report written by Com- 
missioner Miller in I. and S. No. 5121, Two-For-One Rule 
on Live Stock in South, has found the proposed rule to govern 
the furnishing of single-deck cars, in lieu of double-deck cars 
ordered by shippers, for loading live stock at points in southern 
territory, unjust, unreasonable and unduly prejudicial. The 
Teport ordered canceled the suspended rule, published in Agent 
C. A. Spaninger’s tariff I. C. C. No. 503, supplement No. 5, 
item 80-A. The rule had been suspended until Dec. 25, 1942, 
and was then voluntarily further postponed pending disposition 
of the proceeding. 


_. The carriers proposed to revise the present rule by pro- 
Viding that single-deck cars would be supplied in lieu of such 
double-deck cars as the carriers were unable to furnish, ‘at 


= where there are facilities for loading double-deck 


The proposed rule was not published to increase trans- 
portation charges nor to augment carrier revenues, said the 
report. It was proposed, it said, in an attempt by the carriers 
‘0 comply with a memorandum for information and study sent 
° carriers in March, 1940, by a member of the Commission, 
Pertaining to alleged nationwide irregularities in the distribu- 
tion and use of live stock cars, and also as the result of a 
recent criminal proceeding in the federal court for the western 





Wisconsin district in which a shipper and carrier of live stock 
were each fined for non-compliance with tariff provisions 
governing the furnishing of single-deck cars in lieu of double- 
deck cars. 

The report noted that Service Order No. 68, issued Jan. 
30, 1942, had provided that shippers must pay the minimum 
weight on the live stock car actually furnished and used, 
regardless of the type or size of car ordered, but that this 
order had been vacated on the protest of shippers, particularly 
those in the south. Simultaneously, it said, the Commission 
approved Service Order No. 71, which “placed a duty on the 
railroads to furnish double-deck cars when ordered wherever 
they were able to do so.” 


The report said that many stations in the south were 
equipped with chutes for loading single-deck cars, but com- 
paratively few had chutes extending as high as the upper 
deck of double-deck cars, and further pointed out that neither 
the present rule, nor the proposed rule “in terms prohibit the 
placing of double-deck cars at stations having no known 
facilities for loading upper decks, and at one such point double- 
deck cars have been supplied and loaded .. .” from a specially 
constructed truck. 


As an illustration of the increased transportation charges 
under the proposed rule, the report said that under the rates 
prescribed in Live Stock to and from the South, 253 I. C. 
C. 241, 38 cents in double-deck cars, and 44 cents in 
single-deck cars, for 400 miles, if two single-deck cars were 
supplied and filled with two average loads, 33,360 pounds, the 
charges at the 38-cent rate would be $126.77. Under the pro- 
posed rule, the report said, the same tonnage tendered at a 
station having no facilities for loading double-deck cars, and 
billed as two shipments in 36-foot single-deck cars, minimum 
weight 16,000 pounds, the charges at the rate of 44 cents 
would be $146.87; and if billed as two shipments in 41-foot 
single-deck cars, minimum weight 18,328 pounds, the charges 
would be $161.28. In the latter case, the increase would amount 
to $34.51 more than the cost of transportation in a double-deck 
car, the report said. 


As an illustration of the fact that applicable rates from 
intermediate points would frequently be higher than those from 
more distant origins, the report cited shipments from Rich- 
mond, Ky., to Cincinnati, O., 120 miles, and from Austerlitz, 
directly intermediate, 90 miles. Because Richmond, the more 
distant point, had a double-deck as well as a single-deck chute, 
a shipper at that point would have available a 23-cent rate, 
while a shipper at Austerlitz would be obliged to pay the 
single-deck rate of 25 cents, no matter how animals might be 
billed, because Austerlitz was provided with only a single-deck 
chute. 


Commission Reports 


(An asterisk bsfore the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 


Cattle 


No. 28470, F. W. Smalstig vs. B. & O. et al. By division 
2. On further hearing, finding in prior report, 243 I. C. C. 
507, that rates charged on cattle, carloads, from Chattanooga, 
Tenn., to Pittsburgh, Pa., were inapplicable, affirmed. Repara- 
tion awarded. Commissioner Aitchison dissented. 


Petroleum Products 


Fourth section application No. 18797, Petroleum Products 
from Arkansas to Memphis, Tenn. By division 2. Authority 
denied by F. S. O. 14864 to establish and maintain 15-cent 
rate on petroleum products, in tank-car loads, from El Dorado, 
Pearson, and Smackover, Ark., to Memphis, Tenn., without 
observing the long-and-short-haul part of the fourth section. 
Applicants, the report said, sought relief to meet pipeline and 
barge or water competition. The Commission held that the 
rate was lower than necessary to meet the competition en- 
countered. Commisisoner Splawn dissented. 
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Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


W-492, Bronx Towing Line, Inc., New York, N. Y., Con- 
tract Carrier Application. By division 4. On finding applicant 
not to have been engaged in operation on Jan. 1, 1940, and 
continuously since as a common or contract carrier by water 
in the performance of transportation subject to part III of 
the act, application for a permit to continue performing gen- 
eral towage between ports and points along the Hudson River, 
in New York Harbor, and on Long Island Sound, and to 
charter floating equipment to others, dismissed. Applicant had 
performed only exempted transportation in the critical period 
and there was no basis for granting “grandfather” rights, 
said the report. Commissioner Porter dissented in part. 


*W-650, Victor Lynn Lines, Inc., Salisbury, Md., Common | 


and Contract Carrier Application. By division 4. Certificate 
granted, effective April 27, as to continuance of operation as a 
common carrier by self-propelled vessels in the transportation 
of commodities generally between Baltimore, Cambridge, Salis- 
bury, White Haven and Mt. Vernon, Md., by way of the Pa- 
tapsco, Choptank and Wicomico Rivers, and the Chesapeake 
Bay. Application for a permit denied. 

*W-28, Burtis M. Wasson, Calais, Me., Contract Carrier 
Application, embracing W-340, Joseph Zuljevic, Contract Car- 
rier Application; and W-830, E. M. Baird, Contract Carrier 
Application. Certificates granted, effective April 28, as to the 
following: Continuance of operation by Burtis M. Wasson, in 
the capacity of managing owner, as a common carrier by sailing 
vessels in the transportation of forest products, including lum- 
ber, and scrap metal between ports and points along the At- 
lantic coast from Maine to New York Harbor and contiguous 
harbors, inclusive; continuance of operation by Joseph Zuljevic, 
in the capacity of managing owner, as a common carrier by 
sailing vessels in the transportation of forest products, includ- 
ing lumber, and fertilizer between ports and points along the 
Atlantic coast; and operation by E. M. Baird, of Floral Park, 
N. Y., owner of the schooner Edward R. Smith, as a common 
carrier by sailing vessels in the transportation of forest prod- 
ucts, including lumber, and scrap metal between ports and 
points along the Atlantic coast from Maine to New York Har- 
bor and contiguous harbors, inclusive. In other respects, the 
applications were denied or dismissed. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
fuls may be obtained by prompt application to the Commission.) 


*MC 1824, Preston Trucking Co., Inc., Preston, Md., com- 
mon carrier, embracing MC 46036, Ernest L. Harner, common 
carrier, and MC 16357, Service Trucking Co., Inc., common 
carrier. Certificate granted in MC 1824 as to continuance of 
operation, general commodities, with exceptions, between speci- 
fied points in Conn., Del., Md., Mass., N. J., N. Y., Pa., R. L., 
Va. and D.C. Applications in MC 46036 and MC 16357 for cer- 
tificates or permits to transport general commodities, with ex- 
ceptions, between points in the east denied under the “grand- 
father” clauses. 

MC 1849, Sub. 6, Northern Transportation Co., Los Angeles, 
Calif., extension. Certificate granted. General commodities, 
with exceptions, from Tonopah, Nev., to Salt Lake City, Utah, 
over a specified route, with service at intermediate points, other 
than Ely, Nev., on the authorized portion of U. S. highway 6, 
and at off-route points within 5 miles of Sale Lake City. 

*MC 3114, Sub. 2, T. H. Compton, Great Cacapon, W. Va., 
extension. Certificate granted, and findings in prior report 30 
M. C. C. 802, modified. Petroleum products, in bulk, in tank 
trucks, from Baltimore to Cumberland, Md., and points within 
three miles thereof, and to Martinsburg, W. Va., and points 
within one mile thereof, over irregular routes. 

*MC 6267, Sub. 1—Ex, G. W. Thomas Drayage & Rigging 
Co., Inc., San Francisco Calif., exemption. Exemption denied, 
on finding that transportation by applicant of commodities re- 
quiring special equipment or handling by mechanical or rig- 
ging equipment, not shown to be of such nature as would not, 
if exempted, substantially impair uniform regulation by the 
Commission of motor carriers. 

*MC 6741, Sub. 1, F. S. Willey Co., Inc., East Cambridge, 
Mass., common carrier, embracing MC 6741, Sub. 2, Same, ex- 
‘tension. Applications denied, in MC 6741, Sub. 1, as to con- 
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tinuance in operation, general commodities, with exceptions, 
between points in Mass. and R. I., over specified and irregular 
routes; in MC 6741, Sub. 2, general commodities, with excep. 
tions, between Cambridge, on the one hand, and on, the other, 
Westfield, Palmer, New Bedford, Salisbury, Athol, Province. 
town, Fitchburg, Haverhill and Newburyport, Mass., ang 
Cranston, Providence and Newport, R. I., over specified routes, 
Commissioner Lee dissented as to the “grandfather” applica. 
tion, saying that the Commission had approved purchase by 
applicant from the trustee in bankruptcy of the rights in ques. 
tion while fully informed as to the interruption which, in the 
instant decision, was held to be a bar to granting “grand. 
father” rights. 

*MC 18663, Max Weiner, Brooklyn, N. Y., common carrier. 
Certificate granted. Continuance in operation, new furniture 
uncrated, between Hackettstown, N. J., on the one hand, and 
points in New York in the New York City commercial zone, and 
points in Westchester county, N. Y., on the other, over irreg. 
ular routes. 

*MC 20879, Pen-Mar Motor Lines, Inc., Myron S. Cotton, 
Receiver, Baltimore, Md., common carrier. Certificate denied, 
Continuance in operation, general commodities, with excep. 
tions, between points in Md., Pa. and D. C., over irregular 
routes, except with respect to operating rights transferred to 
Daily Motor Express, Inc., in MC 37465, Sub. 1. 

*MC 45451, Brewer Petroleum Service, Inc., Somerville, 
Mass., common carrier. Certificate granted. Continuance in 
operation, petroleum products, in bulk, in tank trucks, from 
Somerville, Mass., to Providence and East Providence, R. I; 
from Boston, Mass., and points within 10 miles thereof, to 
points in a described area of N. H.; from Providence and East 
Providence, to Worcester and Boston, Mass., and points within 
10 miles of Boston, over irregular routes. 

*MC 41139, Sub. 1, R. D. Partridge, Kansas City, Kan. 
extension. Permit granted. Specified commodities, from and 
to certain points in Kan., Mo. and Ill., over irregular routes. 
Commissioner Patterson dissented. 

*MC 22987, Sub. 1, Pacific Transportation & Warehouse 
Co., Los Angeles, Calif., extension. Certificate denied. General 
commodities, with exceptions, between points in a described 
area in Calif., on the one hand, and Downey, Calif., on the 
other, over irregular routes. 


*MC 22200, Sub. 1, Eugene Barton, St. Paul, Minn., em- 
bracing MC 63778, Sub. 1, Ralph Hempel, extension; MC 74293, 
Sub. 1, Paul Redner, extension; MC 74844, Sub. 1, Joseph John- 
son, extension. Certificates denied. The report said the cases 
were heard jointly, and that each sought the same authority; 
general commodities between points in Minneapolis and St. 
Paul, Minn., and the vicinity thereof, over irregular routes. 


*MC 45663, William L. Curles, Washington, D. C., common 
carrier. Certificate granted, on further hearing, and findings 
in prior report, 16 M. C. C. 177, modified. Continuance in op- 
eration as to household goods, between Washington, D. C., 
Annapolis, Md., and points in Md., and Va., within 20 miles of 
Washington; between such points, on the one hand, and points 
in Conn., Del., Fla., Ga., Ind., Md., Mass., Mich., N. J., N. Y, 
N. C., Pa., R. I, S. C., Va. and W. Va., over irregular routes. 

*MC 54430, Sub. 2, Philip H. Marcell, Burlington, Vt., ex- 
tension. Certificate granted. General commodities, with ex- 
ceptions, serving all intermediate points in Vt. on U. S. high- 
way 7 north of Rutland, Vt., but not including Rutland, in con- 
nection with applicant’s presently authorized regular route. 
Commissioner Lee, concurring in part, said he was of the 
opinion that the evidence also warranted authority to serve 
Rutland, and points in Vt., within 25 miles thereof. 

*MC 64806, R. P. Thomas Trucking Co., Inc., Martinsville, 
Va., common carrier. Certificate granted on reconsideration, 
and findings in prior report 30 M. C. C. 809, modified to au- 
thorize continuance of operation, as to new furniture from Mar- 
tinsville and Bassett, Va., to New York, N. Y., and points in 
Ala., Del., Ga., Md., N. J., N. C., Pa. S. C., W. Va. and D. C.; 
general commodities, with exceptions, from specified points in 
N. J., Pa. and Md., to certain points in Henry and Pittsylvania 
counties, Va., and Rockingham county, N. C.; wood working 
materials, from points in N. C. S. C. and Richmond and Burke 
counties, Ga., to points in Henry county, Va. 

MC 68183, Yankee Lines, Inc., Akron, Ohio, common Cal- 
rier. Certificate granted. Continuance in operation, _general 
commodities, with exceptions, between named points in Ohio, 
Pa., W. Va., Md., Del., N. J. and D. C., over specified routes. 

*MC 71550, Michael and Josephine Barron, Dickson City, 
Pa., common carrier, embracing MC 71550, Sub. 1, Same; MC 
71550, Sub. 3, extension. Certificate granted in MC 71550, as to 
continuance in operation, transporting coal from points 2 
Luzerne and Lackawanna counties, Pa., to Neptune, N. J., t 
points in a specified portion of Passaic county, es als, and : 
points in Hudson, Essex and Union counties, N. J.; certificate 
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denied in MC 71550, Sub. 1, as to continuance in operation, 
coal, lumber and household goods, between points in Pa., N. Y. 
and N. J.; certificate denied in MC 71550, Sub. 3, coal from 
Luzerne and Lackawanna counties, Pa., to N. J. and N. Y. 

*MC 72140, Sub. 4, Fitterling Transportation Co., Inc., South 
pend, Ind., extension. Certificate granted. General commodi- 
ties, with exceptions, between specified points in Ill and Ind., 
over irregular routes, with no service to intermediate points; 
and between specified Ill. points over specified routes, re- 
stricted to movement of empty vehicles to be used in conduct- 
ing operations otherwise authorized. Commissioner Mahaffie 
dissented in part. 


*MC 78632, Sub. 24, Hoover Motor Express Co., Inc., Nash- 
ville, Tenn., extension. Certificate denied. General commodi- 
ties, with exceptions, between Memphis, Tenn., and Birming- 
ham, Ala., over U. S. highway 78, with no service to or from 
intermediate or off-route points, to replace discontinued service 
over a longer route as a result of O. D. T. General Order No. 
3. Commissioner Lee dissented, saying he was of the opinion 
that applicant should be granted temporary authority, as no 
new points were to be served. 


MC 80402, Thaddeus F. MacEvoy, South Kearny, N. J., 
common carrier. General commodities, between points in Es- 
sex, Hudson, Bergen, Passaic, and Union counties, N. J.; and 
between points in such counties, on the one hand, and, on the 
other, Hartford, Conn., and points in a described area of Conn., 
points in the New York City commercial zone, points on Long 
Island, N. Y., and points in a described area of N. Y., over ir- 
regular routes. 

*MC 82104, Aztec Lines, Inc., Chicago, III., common carrier. 
Certificate denied. Continuance of operation, general commodi- 
ties, with exceptions, between Chicago, Ill., on the one hand, 
and, on the other, Akron and Youngstown, O., and Pittsburgh, 
Pa., over specified routes. 

*MC 93207, Tar Asphalt Trucking Co., Inc., Jersey City, 
N. J., contract carrier. Permit granted, on reconsideration, and 
findings in prior reports, 24 M. C. C. 816, and 29 M. C. C. 821 
modified. Continuance of operation, coal tar, coal tar distil- 
lates and residue, asphalt and asphaltic mixtures, in bulk, from 
Philadelphia, Pa., and points within 10 miles of Philadelphia, 
and points in Hudson, Union, Somerset, Middlesex and Bergen 
counties, N. J., to all points in N. J., N. Y. and described areas 
of Conn. and Pa., over irregular routes. 


*MC 100448, Sub. 2, Daniel Morgan Gossett, Troy, Ohio, 
extension. Permit denied. Special commodities between Ham- 
ilton and Cincinnati, O., and cotton piece goods, between Troy 
and Cincinnati, over specified routes. 


MC 103329, Sub. 1, Ex, Lloyd A. Miller, Wray, Colo., ex- 
emption application. Certificate of exemption denied, on a find- 
ing that applicant had not obtained state authority for the 
transportation involved, general commodities, between Wray 
and Hale, Colo. 


Railroad Abandonments 


Effective March 1, the Commission, division 4, in Finance 
No. 14040, Nashville-Franklin Railway Abandonment, has is- 
sued a certificate permitting abandonment, as to interstate and 
foreign commerce, by the Nashville-Franklin of its entire line 
of railroad in Davidson and Williamson counties, Tenn., ex- 
tending from Nashville to Franklin, approximately 16.5 miles. 


Virginian 


In Finance No. 14108, the Virginian Railway Co. has asked 
the Commission for authority to abandon trackage rights and 
operations pursuant thereto over the Price Hill Subdivision of 
the Chesapeake & Ohio, extending from Price Hill Junction, in 
Fayette county, W. Va., to a point south of Price Hill, in 
Raleigh county, W. Va., approximately 2.42 miles. Applicant 
said it would have, in lieu of the rights, joint use, under track- 
age rights, of the C. & O.’s “closely adjacent and parallel Glen 
Jean Subdivision.” 


Southern 


Examiner Ralph R. Molster, in a report in Finance No. 
13908, Southern Railway Co. Abandonment, has recommended 
that, subject to a suggested arrangement, the Commission, 
division 4, find that the present and future public convenience 
and necessity permit abandonment by the Southern of its 
branch in Iredell and Alexander counties, N. C., extending from 
Statesville to Taylorsville, 18.5 miles. Abandonment was op- 
Posed by various North Carolina interests. Examiner Molster 
said if the shippers of the territory were willing to cooperate 
in saving the line, the Commission should afford them a rea- 
sonable “further” opportunity to demonstrate that the railroad 
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was an essential transportation facility. Accordingly, said he, 
if the protestants would stipulate to be bound by traffic and 
earnings statistics for the full year 1942 and six months of 
1943, to be prepared by the applicant in the same manner and 
in the same form as “now appears in the record for previous 
years,” and to be submitted by it to the Commission and coun- 
sel for the opposing parties of record in verified form as soon 
as practicable after June 30, 1943, so as to avoid the expense 
and delay of further proceedings, determination of the issue 
should be deferred for the period sought by protestants, six 
months after termination of the war. 


Wabash 


In Finance No. 13887, Wabash Railroad Co Abandonment, 
the Commission, by division 4, has denied an application for 
authority to abandon a branch line extending from Bement to 
Sullivan, approximately 23 miles. The Commission said it was 
clear that the line had been operated at a profit for several 
years and that abandonment would result in serious public 
inconvenience. 


In Finance No. 13888, Wabash Railroad Co. Abandonment, 
the Commission, by division 4, has denied an application for 
authority to abandon a branch line extending from Helmer to 
Stroh, Ind., approximately 4.83 miles. The Commission said 
the operation had resulted in a net profit except for a time 
when a cement factory was temporarily idle and that abandon- 
ment would result in serious inconvenience to the public, es- 
pecially the cement company. 


Oregon Short Line 


In Finance No. 13751, Oregon Short Line Railroad Co. et 
al. Abandonment, the Commission, by Commissioner Porter, 
has extended for 60 days the effective date of the certificate 
dated Jan. 12. 

Cc. M. St. P. AND P. 


Protestants in Finance No. 14001, Trustees of the Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co., Abandonment, have 
asked the Commission for continuance to a date in “the summer 
season of 1943” of a hearing held Jan. 14 and 15, in Minocqua, 
Wis., before Examiner W. J. Schutrumpf, on the application of 
the Milwaukee trustees for authority to abandon a line between 
Woodruff and Star Lake, Wis. The protestants, including the 
towns of Plum Lake, Boulder, St. Germaine and Arbor Vitae, 
Wis., contended in their petition that many owners of summer 
resort property in the area served by the line had no knowledge 
of the January hearing and were in other parts of the country 
at that time, and that owners were unable to attend the hearing 
because of hazardous conditions due to severe winter weather. 

In a reply to the protestants’ petition, the Milwaukee trus- 
tees asked denial of the petition on the ground that if a further 
hearing were held the additional testimony introduced would 
be substantially along the same lines as the testimony already 
in the record and would be “almost entirely cumulative.” 


c. B. & Q. 


Protestant Iowa interests have filed a petition for rehear- 
ing in Finance No. 13737, Chicago, Burlington & Quincy Rail- 
road Co., in which the Commission, division 4, with Commis- 
sioner Porter dissenting, permitted abandonment of a segment 
of the railroad from Moulton to Sedan, Ia., approximately 5 
miles, and abandonment of trackage rights of the road from 
Moulton to Bloomfield, Ia., approximately 15 miles. Since the 
August, 1942, hearing when evidence was produced, petitioners 
said no sufficient consideration was given to the necessity of 
railroad transportation on account of the war, and that since 
that date the increased demand on all forms of labor, industry 
and transportation made it vitally necessary to continue the 
line. They ask that the application be denied and the present 
order stayed until final decision. 


Cane Belt, Et Al. 


At the request of the applicants, the Commission, division 
4, has dismissed the application in Finance No. 13787 of Cane 
Belt Railroad Co., and Gulf, Colorado & Santa Fe Railway Co., 
lessee, for a certificate permitting abandonment of the line of 
railroad extending from Bay City to Matagorda, in Matagorda 
county, Tex. 
1. C. Et Al. 


By a supplemental order in Finance No. 13512, involving 
abandonment of a connecting track between the lines of the 
Milwaukee, the Illinois Central, and the Dubuque & Sioux City 
Railway Co., at Delaware, Ia. (see Traffic World, Jan. 23, p. 183), 
the Commission has reopened the proceeding on the joint appli- 
cation of the Illinois Central, the Dubuque, and the trustees of 
the Milwaukee. The petition for reopening said that applicants 
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had been informed that the parties who had originally opposed 
the abandonment “no longer entertained such objection.” 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14092, New York, Ontario & West- 
ern Railway Co. Trustee Note, granting authority to issue, upon sur- 
render for cancelation of a note in a like amount issued without 
the authorization of this Commission, a promissory note in the face 
amount of not exceeding $68,746.24, to be delivered to the Delaware 
& Hudson Co. to evidence a loan in a like amount made in connection 
with the payment of certain tax obligations. Approved. 

Supplemental report and order in F. D. No. 13013, Tennessee Cen- 
tral Railway Co. Bonds, granting authority to pledge and repledge 
from time to time to and including December 31, 1944, as collateral 
security for a short-term note or notes, not exceeding $200,000 of 4 
per cent first-mortgage bonds, series A. Approved. 


MOTOR FINANCE CASES 


MC F-1856, Philip H. Marcell, purchase—Edward C. Flemings. Pur- 
chase by Philip H. Marcell, doing business as Marcell’s Motor Express, 
of Burlington, Vt., of certain operating rights of Edward C. Flemings, 
also of Burlington, approved and authorized, subject to condition. 

MC F-1938, Bowen Motor Coaches, purchase—W. H. Woodlief. Ap- 
plication of Bowen Motor Coaches, of Fort Worth, Tex., for authority 
to purchase the operating rights of W. H. Woodlief, doing business 
as Amarillo-Denver Bus Company, of Amarillo, Tex., denied. 

MC F-2079, Alvin R. Holmes, control—Gay’s Express, Inc. Appli- 
cation for authority under section 210a(b) of Alvin R. Holmes of 
Worcester, Mass., for temporary control and management of motor- 
carrier properties of Gay’s Express, Inc., of Bellows Falls, Vt., denied. 

MC F-1993, Liberty Fast Freight Co., Inc., purchase—American 
Carrier System, Inc. Purchase by Liberty Fast Freight Co., Inc., of 
East Paterson, N. J., of operating rights of American Carrier System, 
Inc., of Newark, N. J., approved and authorized, subject to condition. 


PETITIONS FOR REHEARING, ETC. 

W-326, Central Barge Co., contract carrier application. Union 
Barge Line Corporation asks leave to intervene, reopening, hearing and 
modification of report and order. 

1. & S. No. 5068, grain and grain products, Oklahoma to Texas. 
Carriers protestants ask vacation of order of January 13 and rehearing 
and reconsideration of issues. 

W-677, application of Valley Barge Line. Coast Transportation Co., 
Inc., and DeBardeleben Coal Corporation, dba Coyle Lines, ask léave 
to intervene, reconsideration, and hearing or oral argument. 

No. 28655, Memphis Cotton Exchange et al. vs. C. R. I. & P. et al. 
Complainants ask reconsideration and reargument. 

MC F-2051, Watson Bros. Transportation Co., Inc., lease, Young 
Transfer Co. Watson Bros. Transportation Co., Inc., asks reconsidera- 
tion of order of December 28, 1942. 

MC F-1553, Consolidated Freightways, Inc., purchase, Pacific Inter- 
mountain Express Co. Consolidated Freightways, Inc., asks that or- 
der be modified so as to allow twelve additional days, or until April 
1, for final consummation of purchase authorized. 


COMMISSION ORDERS 


No. 28725, Lufkin Rule Co. vs. A. T. & S. F. et al. Complainant’s 
petition and supplemental petition for reconsideration and modifica- 
tion of order denied. 

W-658, Raymond Lendten, contract carrier application. Effective 
date of permit and order of December 8, 1942, postponed to April 18. 

No. 27983, Adams Lumber Co. et al. vs. A. C. & Y. et al. Order 
of August 19, 1942, further modified to become effective February 25 
on not less than 10 days’ notice in so far as said order concerns coal 
tariff of Pittsburgh & West Virginia. 

Fourth section application No. 20065, coal from Claremore-Tulsa 
group to Sioux City, Ia. Petition filed by Agent J. R. Peel for a 
further modification of fourth section order No. 14813 entered in ap- 
plication November 14, 1942, denied. 

MC 339 Sub No. 1, Lincoln Movers, Inc., 
Oregon territory. Reopened for reconsideration. 

MC 1124 Sub No. 5, Herrin Transportation Co., extension, inter- 
mediate points-Louisiana; MC 1124 Sub No. 10, Same, extension, 
DeQuincy-DeRidder; MC 1124 Sub No. 14, Same, extension, DeRidder- 
Elton; and MC 1124 Sub No. 15, Same, extension, Sulphur-DeRidder. 
Time within which to file petitions for rehearing, reargument or re- 
consideration in connection with report and order of January 2 ex- 
tended to February 27. 

MC F-1859, Santa Fe Trail Transportation Co., purchase, D. L. 
Zimmerman. Petition for leave to intervene and reconsideration filed 
by Missouri Pacific Railroad Co. denied. 

W-383, Christenson Steamship Co., common carrier application; 
Ww-384, Sudden & Christenson (Arrow Line), common carrier applica- 
tion; and W-388, Waterman Steamship Corporation, common carrier 
application. Effective date of certificate and order of July 25, 1942, 
further postponed to April 15. 

W-420, Knappton Towboat Co., common and contract carrier ap- 
plication. Effective date of certificate and order of December 29, 
1942, postponed to May 24. 

No. 27969, Agwilines, Inc., et al. vs. A. C. & Y. et al. Order of 
December 8, 1941, further modified to become effective April 1. 

No. 28670, Boston Dry Goods Manufacturing Co. vs. Merchants and 
Miners Transportation Co. Complainant’s petition for reopening and 
reconsideration by entire Commission denied. 

No. 28794, Washington Eljer Co. vs. Luckenbach Steamship Co., 
Inc., et al. Order of December 9, 1942, modified to become effective 
April 19 instead of February 18. 


extension, California- 
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MC C-149, contract minimum charges from and to Baltimore, mg, 
Petition by respondents and intervener, Chesapeake Paperboard Co., 


for postponement of effective date of order of November 3, 1942, ge. 
nied. 


No. 27747, Mississippi Cotton Seed Crushers Association vs. A, B. 
& C. et al. Order of June 2, 1942, further modified to become effective 
April 23, on not less than 30 days’ notice, instead of March 23. 

W-12, Moran Towing & Transportation Co., Inc.; and W-237, Daunt. 
less Towing Line, common carrier application. Effective dates of 
certificates and orders of November 19, 1942, postponed to March 15. 


FINANCE APPLICATIONS 

MC F-2097. Frisco Transportation Co., wholly-owned subsidiary 
of the St. Louis-San Francisco Railway Co., St. Louis, Mo., asks 
authority to purchase Missouri and Arkansas interstate and intrastate 
rights of Powell Bros. Truck Lines, Inc., Springfield, Mo. 

MC F-2098. Harry G. Masser, dba Masser Motor Express, Hagers. 
town, Md., asks authority to purchase motor operating rights of 
John V. Kite, of Bardane, W. Va., involving irregular routes between 
points in Jefferson and Berkeley counties, W. Va., on the one hand, 
and points in N. J., N. Y., Pa., Md., Va., W. Va., and D. C., on the 
other; also special commodity point-to-point authority. 

MC F-2099. James Harwood Cochrane, dba Overnite Transporta- 
tion Co., Richmond, Va., asks authority to purchase rights and equip- 
ment of T. H. Motor Lines, Inc., Norfolk, Va. 

MC F-2100. Refiners Transport & Terminal Corporation, Detroit, 


Mich., asks authority to purchase motor rights and equipment of Motor 
Fuels Transport, Inc., Tampa, Fla. 

MC F-2101. Boston, Worcester & New York Street Railway Co., 
Framingham, Mass., asks authority to issue 7,560 shares of preferred 
stock, par value $50 a share, and 12,600 shares of common stock, par 
value $50 a share, in exchange for a like number of shares of capital 
stock now outstanding, for the purpose of reducing the par value 
of the outstanding shares of stock from $100 to $50. 

MC F-1547. Supplemental. Southeastern Greyhound Lines, Lex- 
ington, Ky., asks authority to issue secured serial equipment notes 
in the principal amount not exceeding $30,661 so as to reimburse its 
treasury for the cash purchase of 3 busses, in the period from June 
21, 1942, to June 26, 1942, costing $41,937.26. 

MC F-1638. Supplemental. Southeastern Greyhound Lines, Lex- 
ington, Ky., asks authority to issue secured serial equipment notes 
in the principal amount not exceeding $137,429 so as to reimburse 
its treasury for the cash purchase of 13 busses, from the period of 
June 5, 1942, to Sept. 2, 1942, costing $182,516.62. 


CAR RENTAL REPORT 


The Commission, division 1, has issued an order requiring 
all persons furnishing cars to or on behalf of carriers by rail- 
road or express companies, subject to the provisions of section 
20, part I of the interstate commerce act, and owning 10 or 
more cars, to file reports in accordance with form QCL, ap- 
proved by the Commission, beginning with the three months’ 
period ending March 31, 1943, and quarterly thereafter, until 
further order. The order requires that such quarterly reports 
shall be filed in duplicate in the Bureau of Transport Econo- 
mics and Statistics of the Commission, Washington, D. C,, 
within 60 days after the close of the period to which it relates. 

The instant order vacated the Commission’s order of Jan. 
19, 1942, effective Jan. 1, 1943. 


COMMISSION WATER ACTION 

At the request of applicant, the Commission, division 4, has 
dismissed W-888, Inland Waterways Transportation Co., Tempo- 
rary Authority Application. 

Having found the applicant to have discontinued opera- 
tions, the Commission, division 4, has vacated and set aside its 
order in W-884, M. S. Vencedor, Inc., Temporary Authority 
Application, authorizing temporary operation, until Dec. 31, 
1944, as a common carrier, in foreign commerce only, between 
ports of New York, N. Y., and Philadelphia, Pa., on the one 
hand, and the ports of Norfolk, Va., Charleston, S. C., and 
Miami and Jacksonville, Fla., on the other. ; 

The Commission, division 4, has issued a certificate in 
W-511, Crowley Launch and Tugboat Co. Common Carrier Ap- 
plication, effective May 1, 1943, authorizing continuance of op- 
eration as a common carrier by non-self-propelled vessels with 
the use of separate towing vessels in the transportation of com- 
modities benerally between ports and points on San Francisco 
Bay and its tributary waterways, but not including Sacramento 
and Stockton, Calif., nor points on the Sacramento and San 
Joaquin Rivers above those ports. 


WROUGHT PIPE TO SOUTHWEST 


At request of respondents, the Commission, by Commis- 
sioner Mahaffie, has postponed for 30 days, until April 10, the 
effective date of the order in I. and S. No. 4815, Wrought Pipe 
to the Southwest, requiring establishment on 30 days’ notice 
of joint ocean-rail, rail-ocean and rail-ocean-rail rates from 
origins in official classification territory to destinations in south- 
western territory. 
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Proposed Reports 
Lumber 


Fourth section application No. 19476, Lumber from Vir- 
ginia to Michigan and Wisconsin. By Examiner C. K. Glover. 
Recommends grant of authority, on conditions, to establish 
and maintain rates on lumber, carloads, from origins in Vir- 
ginia, North Carolina, Tennessee, and Kentucky to destinations 
in Michigan and Wisconsin, without observing the long-and- 
short-haul part of the fourth section. Temporary relief was 
given by F. S. O. 14577. 


Supplemental Fares 


No. 28735, John E. Donnelly vs. Pennsylvania. By Ex- 
aminer William B. Wilbur. Dismissal proposed. Supplemental 
fares of 15 cents charged commuters riding to and from the 
Pennsylvania station, New York, N. Y., not unreasonable or 
otherwise unlawful. 


Boots and Shoes 


MC C-345, Eastern-Central Motor Carriers’ Association vs. 
Penn Ohio New York Express Corporation et al. By Examiner 
Mack Myers. Rates maintained on less-truckload shipments of 
poots and shoes from Boston, Mass., of $1.21 to Cleveland, O., 
and $1.53 to Chicago, Ill., unjust and unreasonable to extent 
less than $1.42 to Cleveland and $1.79 to Chicago. Latter rates 
proposed to be prescribed for the future. 


Empty Used Beer Bottles 


No. 28854, Burger Brewing Co. vs. Pennsylvania. By Ex- 
aminer Horace W. Johnson. Dismissal proposed. Rate of 41 
cents charged, empty used beer bottles, shipped from Bushwick 
Station, Brooklyn, N. Y., to Cincinnati, O., from May 10 to June 
19, 1939, applicable and not unreasonable. 


Cattle and Calves 


No. 28872, Fried & Reineman Packing Co. vs. Pennsylvania. 
By Examiner L. J. P. Fichthorn. Dismissal proposed. Rates 
assailed on cattle and calves, in carloads, shipped between July 
8, 1940, and Jan. 21, 1941, from National Stock Yards, IIl., to 
Pittsburgh, Pa., applicable and not unreasonable, except on 
shipment made Aug. 6, 1940, found undercharged. 


BICYCLES TO EAST 


Against the opposition of the Director of Economic Stabili- 
zation and the Office of Price Administration, Examiner C. W. 
Bennett, in a report in I. and S. M-2138, Bicycles, Westfield, 
Mass., to New England & East, has recommended that the 
Commission find increased rates proposed by motor common 
carriers parties to tariff MF-I. C. C. No. A-49 of the Middle 
Atlantic States Motor Carrier Conference, Inc., on bicycles, not 
otherwise indexed, from Westfield, Mass., to Baltimore, Md., 
Wilmington, Del., Washington, D. C., and certain points in New 
Jersey and Pennsylvania, not unlawful. He said the suspended 
— should be order canceled and the proceeding discon- 
inued. 

The increases to representative destinations—Asbury Park, 
Baltimore, Philadelphia, Reading, and Washington—range from 
one cent to 48 cents. They result from cancelation of com- 
modity rates and the application of class rates based on an 


exceptions rating of one and one-half times first class, any- 
quantity. 


QUEEN TRUCK PURCHASE 


On a finding that approval of the proposed transaction 
Would not be consistent with the public interest, Examiner 
Philip N. Crowley in a proposed report in MC F-1857, Queen 
Trucking Co., Purchase, Charles Bishop and M. B. McNeill, 
has recommended that the Commission deny the application of 
the former, of North Wilkesboro, N. C., for authority to pur- 
chase operating rights and property of the latter, dba Bishop 
and McNeill Truck Lines, also of North Wilkesboro. Approval 
of the transaction, in addition to lending sanction to a violation 
of section 5 (4) of the interstate commerce act by reason of 
bringing the vendee and vendors under common control, would 
also result in placing in vendee’s hands confirmed operating 
Tights under which operations had been discontinued over a 
considerable period of time, said the examiner. Rights sought 
to be acquired covered the transport action of specified com- 


Modities from and to points in Va., N. C., Md., Del., Pa., 
and N. J. 


TRUCK LINE SALE AT ST. PAUL 


Examiner John S. Higgins has recommended approval by 
the Commission of an application by Glendenning Motorways, 
Inc., of St. Paul, Minn., for authority to purchase operating 
Nights and property of Cornelius William Styer, dba Northern 
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Transportation Co., also of St. Paul, for $66,485.57. He made 
that recommendation in a proposed report in MC F-1981, 
Glendenning Motorways, Inc.—Purchase—Cornelius William 
Styer. 

The proposed report showed that the vendor held authority 
to transport general commodities between many points in 
Minnesota and South Dakota and between Yankton, S. D., and 
Sioux City, Ia., and livestock from farms within 15 miles of 
Parkston, S. D., to Sioux City. As to a contention of pro- 
testants, including seven rail carriers and five motor carriers, 
that the territory in Minnesota and South Dakota was ade- 
quately served by other existing transportation facilities, the 
examiner said the record showed that the vendor rendered 
and that the vendee would continue to render as a result of 
this transaction the only motor carrier service to and from 
approximately 20 communities in South Dakota. He said there 
was no evidence on which to base the belief that protestants 
would be substantially affected by the proposed unification. 


Motor Proposed Reports 


{Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “‘black face” type, 
with name of town or city following.) 


Virginia (Pulaski)—-MC 104115, Arnold J. Smith, common 
carrier. Certificate proposed. Household goods, between 
Pulaski, Va., and points in Va., within 35 miles thereof, on the 
one hand, and, on the other, points in Va., W. Va., N. C. and 
‘kenn., over irregular routes. 

Ontario, Canada (Thorold)—-MC 104095, Moore-McCleary, 
Ltd., contract carrier. Permit proposed. Abrasive and re- 
fractive materials, in dump trucks, between international boun- 
dary at Niagara Falls, N. Y., and points in Erie and Niagara 
counties, N. Y., in connection with operations to and from 
points in Canada, over irregular routes. 

lowa (Rockwell)—-MC 104038, George E. Simon, common 
carrier. Certificate proposed. Live stock, from Rockwell, Ia., 
and points within 10 miles thereof, to Albert Lea and Austin, 
Minn.; packing house tankage, meat, scraps and bone meal, 
from Albert Lea and Austin to points, except incorporated cities 
or towns, within 10 miles of Rockwell. 

New York (New York)—MC 104004, Sub. 17, Associated 
Transport, Inc., extension. Certificate proposed. General com- 
modities, with exceptions, between Martinsville and Danville, 
Va., over U. S. highway 58, with service to no intermediate 
points. 

Wyoming (Torrington)—-MC 96015, Conrad Greenwalt, ex- 
tension. Denial of application proposed, for want of prosecu- 
tion. Household goods, from points in Scottsbluff, county, 
Neb., and Goshen county, Wyo., to Denver; live stock, building 
materials, and animal feeds, on return trips, over irregular 
routes. 

New York (Buffalo)—-MC 93709, Sub. 1, William B. Clark, 
extension. Certificate proposed. Household goods, between 
Buffalo, N. Y., on the one hand, and, on the other, points in a 
described area of N. J., and points in the New York City com- 
mercial zone, through Pa. and N. J., for convenience only; and 
from points in Ohio and Pa., to Buffalo. 

lowa (Coon Rapids)—-MC 90613, Sub. 1, Lawrence Davis, 
extension. Certificate proposed. Seed corn, from Coon Rapids, 
Ia., to points in Neb., Kan. and Mo., over irregular routes. 

South Dakota (Vermillion)—-MC 88178, Sub. 1, Ellery Ahl- 
grim, extension. Certificates proposed. Milk and cream, from 
points and places, except municipalities, in Hutchinson, Lincoln, 
Turner and Union counties, S. D., to Sioux City, Ia.; empty 
milk cans and cream containers, butter, cheese and animal food, 
from Sioux City to the aforementioned counties, over irreguler 
routes. 

Nebraska (Omaha)—-MC 58948, Sub. 27, Union Transfer 
Co., extension. Certificate proposed. Household goods, be- 
tween points in Neb., Ia., Ill. and Minn., and points in Colo. 
and Wyo. east of the continental divide, over irregular routes. 

lowa (Coon Rapids)—-MC 47193, Sub. 1, A. F. Tatman, 
extension. Certificate proposed. Seed corn, from Coon Rapids, 
la., to points in Mo., over irregular routes. 

Massachusetts (Boston)—-MC 45349, Sub. 1, Silver Dart 
Lines, Inc., extension. Certificate proposed. Passengers and 
their baggage, express, newspapers and mail, between the junc- 
tion of Connecticut highways 15 and 74 and the junction of 
Connecticut highways 15 and 15-A, over a prescribed regular 
route. 

lowa (Marshalltown)—MC 44055, Sub. 14, Bos Truck 
Lines, Inc., extension. Denial of certificate proposed. Fresh 
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meat and packing house products, from Gering, Neb., and points 
within one mile thereof, to Kearney, Neb., over prescribed 
routes. 

lowa (Sioux City)—MC 10906, Sub. 5, Hi-Speed Motor 
Express, Inc., extension. Certificate proposed. General com- 
modities, with exceptions, between Sioux City, Ia., and Mitchell, 
S. D., over a specified route, serving all intermediate points, 
except Elk Point, S. D., and Sioux City. 

California (San Francisco)—MC 9115, Sub. 23, Oregon- 
Nevada-California Fast Freight, Inc., extension. Denial ot cer- 
ulicate proposed, on finding that the applicant, by reason of 
continuance of operations following notice of denial of authority 
by the Commission, had failed to establish that it is fit, willing, 
and able properly to perform the proposed service and to con- 
form to the provisions of the act and the rules and regulations 
of the Commission. General commodities, between North Bend, 
Ore., on the one hand, and, on the other, Oakland and San 
Francisco, Calif., over a prescribed route to Medford, Ore., 
thence over presently authorized routes, serving Marshfield, 
Ore., and intermediate points in Calif. south of, but including 
San Pablo, ¥ 

Ohio (Ashtabula)—-MC 6380, Sub. 2, R. F. Truesdell, ex- 
tension. Permit proposed. Corrugated and solid fiber boxes 
or containers, from Erie, Pa., to points in O., in a described 
area of N. Y., and in a described area of W. Va.; waste paper 
and materials used in the making of fiber boxes, from the ter- 
ritory specified to Erie, all over irregular routes. 

Massachusetts (Newburyport)—-MC 15821, Sub. 1, Graf 
Brothers, extension. Denial of certificate proposed. Apples, 
Hampton Falls, N. H., to Boston, Mass. 

Florida (Orlando)—MC 71220, Sub. 1, Fulford Van & Stor- 
age Co., Inc., extension. Recommends denial of application for 
permanent authority but grant of temporary authority, under 
section 210a (a) of the act, as amended by the second war 
powers act, 1942, to operate, until Dec. 31, 1944, as a common 
carrier of household goods between points in Fla., on the one 
hand, and points in Miss., La., Mo., Mich., Wis., Ky. and Del., 
on the other. Although applicant sought a certificate of public 
convenience and necessity, the report said the evidence dis- 
closed that the proposed operation was a temporary character 
due to the present emergency. 

Missouri (Kansas City)—MC 61965, Adams Transfer & 
Storage Co., common carrier. Certificate proposed, on further 
hearing. Continuance in operation as to general commodities, 
over specified routes, in Kan., Mo., Ill., Ind., O., Pa., Md., Del., 
N. J., and N. Y., with conditions as to local service in certain 
states, and specified points in the areas adjacent to Chicago, 
Ill., Kansas City, Mo., St. Louis, Mo., Boston, Mass., New York, 
N. Y., and Philadelphia, Pa. Prior report 31 M. C. C. 231. 

Wisconsin (Bloomer)—MC 56169, Sub. 3, A. G. Henneman, 
common carrier. Denial of certificate proposed. General com- 
modities, in Minn., Wis., and Ill., over certain regular routes, 
serving all intermediate points except those between Fairchild, 
Wis., and Chicago, Ill., also serving certain off-route points. 

New York (New York)—MC 50307, Sub. 6, Interstate Dress 
Carriers, Inc., extension. Certificate proposed. Wearing ap- 
parel, cut goods, uncut goods, trimmings, clips, clasps, and other 
articles used in the manufacture of wearing apparel, between 
New York, N. Y., and all points in a designated area of Pa., 
over irregular routes. 

Illinois (Chicago) —-MC 36832, American Transit Lines, Inc., 
common carrier. Certificate proposed, on further hearing and 
findings in prior report 33 M. C. C. 802, modified in part. Con- 
tinuance in operation, terra cotta, from Chicago and Crystal 
Lake, Ill., to Omaha, Neb., Louisville, Ky., Pittsburgh, Pa., and 
all points in Ind., Ia., and Ohio, and points in specified areas 
of Mich. ,and Mo.; canned and preserved foods, from Chicago, 
Ill., to Omaha, Kansas City and St. Louis, Mo., Erie, Pa., and 
all points in a described area of Mich., and between Chicago, 
on the one hand, and points in a described area of N. Y. 

New York (Mt. Vernon)—MC 13132, Sub. 8, Westchester 
Van & Storage Co., Inc., extension. Denial of application pro- 
posed, for: want of prosecution. New, uncrated furniture, from 
Rahway, N. J., to points in Conn., Mass., R. I., and a described 
area of N. Y. 

Illinois (Maywood)—-MC 52656, James C. Murphy, dba 
Murphy Motor Express, common carrier. Certificate proposed. 
Continuance of operation, general commodities, with exceptions, 
between points in Ill., as defined in Chicago, Ill., commercial 
zone, 1 M. C. C. 673. 

Pennsylvania (Ortanna)—-MC 94542, Sub. 3, Fred T. 
Naugle, extension. Certificate proposed as to insecticides from 
Hagerstown, Md., to points in Adams county, Pa., and materials 
used in the manufacture of complete fertilizer from Hagers- 
town to Straban township, Adams county, Pa.; and recom- 
mended the Commission consider as application for temporary 


authority that portion covering fertilizer from Hagerstown to 
Adams county. 


TRAFFIC WORL) 


North Carolina (Bessemer City)—MC 104035, Sam P. Bar. 
rett, common carrier. Denial of certificate proposed, with ree. 
ommendation that the Commission consider the application as 
one for temporary authority. Household goods, between Begge. 
mer City, N. C., on the one hand, and, on the other, points Jo. 
cated in described areas of N. C. and S. C. 

New Mexico (Folsom)—MC 104074, Vern Adams, common 
carrier. Certificate proposed. Prepared cattle feed, ranch sup. 
plies, farm machinery and parts, and live stock, between Fol. 
som, N. M., on the one hand, and, on the other, points in Union 
and Colfax counties, N. M.; between points in Union-and Colfax 
counties, on the one hand, and, on the other, points in Las 
Animas county, Colo., over irregular routes. 


New York (New York)—MC 103684, Fred Raphael Miranda 
and Jerry Miranda, common carrier. Denial of application pro. 
posed, for want of prosecution. Coal, from Wilkes-Barre, Pa, 
to New York, N. Y., over specified routes. 

Texas (Dallas)—-MC 103370, Sub. 10, Best Motor Lines, 
Inc., extension. Certificate proposed. General commodities, with 
exceptions, between points in the Chicago commercial zone, in 
off-route service, as an extension of present operations to and 
from Chicago. , 


New Jersey (Lakewood)—MC 95431, Sub. 1, Ben Fried- 
man, extension. Denial of certificate proposed. Passengers and 
their baggage, between New York, N. Y., and Atlantic City and 
Lakewood, N. J., over irregular routes. 


Pennsylvania (Pittsburgh)—MC 77782, Sub. 2, O. G. Tiede- 
man, extension. Certificate proposed. General commodities, 
with exceptions, between Harvey, Ill., and Joliet, Ill.; between 
Joliet and Chicago, Ill., over specified routes. 


Ohio (Cincinnati)—-MC 30697, Sub. 3, R. E. Dieckbrader, 
extension. Permit proposed. Concrete pipe and fittings, rein- 
forcing wire mesh and machinery used in the manufacture of 
concrete pipe and fittings, between Anderson Township, Ham- 
ilton county, O., and points in Ind.; scrap and waste paper, from 
Louisville, Ky., to Carthage, Ind., all over irregular routes. 

lowa (Cumberland)—MC 1358, Sub. 8, Harley White and 
Harry White, extension. Certificate proposed. Road machinery, 
equipment, and parts, used in road construction, between points 
in a described area of Ia., on the one hand, and, on the other, 
points in Kan., Neb., and Mo., over irregular routes. 


New York (Long Island, Baldwin)—-MC 103747, Anthony 
Burr, common carrier. Denial for want of prosecution proposed. 
Household goods, office furniture, fixtures, and hospital equip- 
ment between New York, N. Y., and points in Nassau and Suf- 
folk counties, N. Y., on the one hand, and points in N. J., on 
the other. 


Michigan (Montgomery)—MC 86937, Sub. 1, Glen Percy 
and Lyle Percy, extension. Certificate proposed. Salt, butter 
and eggs from and to specified points in O., and Mich. 


New York (New York)—MC 66562, Sub. 173, Railway Ex- 
press Agency, Inc., extension. -Certificate proposed, subject to 
conditions. General commodities moving in express service be- 
tween Huntsville, Tex., and Phelps, Tex. 

Kansas (Spring Hill)—-MC 62882, Sub. 3, H. L. Cunning- 
ham, extension. On further proceedings, prior report proposed 
to be modified to permit transportation of oil and greases in 
containers from Kansas City, Kan., to destinations served by 
applicant as a common carrier of general commodities from 
Kansas City, Mo., when such movement is in actual bona fide 
interstate commerce, and when the shipments moved in good 
faith across state lines. 

Missouri (Kansas City)—-MC 52746, Sub. 18, Knaus Truck 
Lines, Inc., extension. Dismissal of application for a certificate 
proposed at applicant’s request. General commodities, with ex- 
ceptions, between Sunflower ordnance plant, near De Sota, 
Kan., and Kansas City, Mo. 

Ohio (Youngstown)—MC 7792, Sub. 13, Penn-Ohio Coach 
Lines Co., extension. Certificate proposed. Passengers, bag- 
gage, express, mail and newspapers, between Canton, O., and 
Ravenna, O., over a regular route, serving the intermediate 
points of Hartville, Randolph, and Rootstown, O. 

New York (New York)—MC 93110, Rockland Film Serv- 
ice, Inc., contract carrier, embracing MC 93111, Palisade Film 
Delivery Corporation, contract carrier. On finding, on further 
hearing, applicants to be operating as contract carriers, findings 
in prior report, 33 M. C. C. 588, proposed to be modified and 
permits granted as to contract carriage of motion-picture film 
and advertising materials between New York, N. Y., and spec! 
fied points in N. Y., and N. J. 

South Carolina (Lake City)—-MC 14135, James R. Haselden 
and J. A. Huggins, common carrier. On further hearing, cel- 
tificate proposed as to continuance of operation by applicants, 
as successors in interest to William H. Cook and James R 
Haselden, dba Cook and Haselden, fertilizer and fertilizer ma- 


terials, from Wilmington, N. C., and points in N. C., within 20 
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miles thereof, to specified points in S. C., in addition to other 
specified commodities between specified points as described in a 
prior order of Dec. 5, 1940. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
n it have been suspended. Suspension orders contain many sched- 
yles not reprouuced here. Details of such orders are published in 
The Dotly Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2196, the Commission has suspended from 
Feb. 10 until Sept. 10 the operation of certain schedules as 
published in supplements Nos. 44 and 45 to tariff MF I. C. C. 
No. A-53 and supplement No. 33 to MF-I. C. C. No. A-66 of 
Middle Atlantic States Motor Carrier Conference, Inc., agent, 
Washington, D. C. On shipments from and to points in trunk 
line territory the suspended schedules propose to establish an 
increased minimum charge per shipment and new and revised 
minimum class rate restrictions for account of Pyramid Motor 
Freight Corporation. 

In I. and S. 5191, the Commission has suspended from Feb. 
10 until Sept 10 the operation of certain schedules as published 
in Supplement No. 8 to the Atchison, Topeka and Santa Fe 
Railway Company’s tariff I. C. C. No. 14074, and Agent L. E. 
Kipp’s tariff I. C. C. No. A-3456. The suspended schedules 
propose to increase local rates of the Atchison, Topeka and 
Santa Fe Railway on coal, carloads, from Bucklin, Mo., to 
destinations in eastern Kansas. An illustrative proposal is to 
increase rates on lump coal, carloads, by the net ton, from 
Bucklin, Mo., from $1.44 to $1.75 to Turner, Kan., from $1.65 
to $1.90 to De Soto, Kan., and from $2.25 to $2.35 to Olivet, 
Kan. 

In I. and S. M-2189, the Commission has suspended from 
February 5 until September 5 the operation of supplement No. 
2 to schedule MF-I. C. C. No. 7 of L. S. Jackson and C. R. 
Givens, doing business as J & J Refrigerator Service, Oklahoma 
City, Okla. The suspended schedules propose to establish 
reduced any-quantity minimum rates or charges on a group 
of commodities described as packing house products, from 
Oklahoma City, Okla., to Camp Folsom, Hurlwood, Kitalou, and 
Pantex, Tex., and in the reverse direction, to apply in peddler 
trucks. 

In I. and S. M-2190, the Commission has suspended from 
Feb. 8 until Sept. 6, the operation of certain schedules as pub- 
lished in supplement No. 48 to joint tariff MF-I. C. C. No. 103, 
issued by Mid-Western Motor Freight Tariff Bureau, Inc., 
Agent, Kansas City, Mo. The suspended schedules propose to 
establish a commodity rate of 55 cents a 100 pounds, minimum 
60,000 pounds, on sugar from Denver, Colo., to St. Louis, Mo., 
including origin and destination points grouped therewith, in 
lieu of a class rate of 104 cents a 100 pounds, minimum 20,000 
pounds. 

In I. and S. M-2191, the Commission has suspended from 
Feb. 8, until Sept. 8, 1943, the operation of all schedules as 
published in tariff MF-I. C. C. No. A-23 of A. R. Fowler, Agent, 
St. Paul, Minn. The suspended schedules propose to establish 
new assembling and distribution class rates reflecting approx- 
imately 75 per cent of normal class rates between Fargo and 
13 other North Dakota points; and between Minneapolis and 
St. Paul, Minn., on the one hand, and Thief River Falls, Minn., 
and 14 North Dakota points, on the other hand. The proposed 
rates are applicable in connection with freight forwarders. 

In I. and S. M-2192, the Commission has suspended from 
Feb. 7 until Sept. 7, the operation of certain provisions of 
supplement No. 54 to tariff MF-I. C. C. No. 36 and supplement 
No. 41 to tariff MF-I. C. C. No. 38 of Eastern-Central Motor 
Carriers Association (Everett H. Russell, Agent series), Agent, 
Akron, O. The suspended schedules propose to establish min- 
imum class rates and restrictions in the application of rates 
from trunk-line and New England territories to central and 
mid-western territories, and in the reverse direction, which 
generally result in increases. 

In I. and S. No. M-2193, the Commission has suspended 
from Feb. 7 until Sept. 7, the operation of certain provisions 
of tariff MF-I. C. C. No. A-10 of Eastern-Central Motor 
Carriers Association, Agent, Akron, O. The suspended schedules 
Propose to establish minimum weight restrictions governing 
rates from and to points in central territory. 

In I. and S. M-2194, the Commission has suspended from 
Feb. 8 until Sept. 8, the operation of certain schedules as pub- 
lished in supplement No. 5 to tariff MF-I. C. C. No. 1 of 
Colorado Motor Carriers’ Association, Agent, Denver, Colo. 

€ suspended schedules propose to establish reduced com- 
modity rates on livestock from various points in the counties 
of Logan, Phillips, Sedgwick, Washington, Weld and Yuma, 
Colo., to Omaha, Neb. 

In I. and S. M-2195, the Commission has suspended from 
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Feb. 8 to Sept. 8 the operation of all schedules contained in 
tariff MF-I. C. C. No. 16 of Michael Kovach, surviving partner, 
and Harry M. Garrett, Mary Garrett, administratrix,dba Gar- 
rett & Kovach, Scranton, Pa. The suspended schedules pro- 
posed to establish increased commodity rates on petroleum 
products in bulk in tank trucks, minimum 3,500 and 4,000 gal- 
lons, from Trenton, N. J., to points in Pennsylvania and from 
Marcus Hook and Philadelphia, Pa., to points in New Jersey. 
The following is illustrative, in mills a gallon: 


From Marcus Hook, Pa., to Newton, N. J.: Present, 13.0; proposed, 
13.7. From Marcus Hook, Pa., to Oak Tree, N. J.: Present, 8.5; pro- 
posed, 8.9. 


Rail Terminal Costs Formula 


The Commission has issued a formula, developed by the 
cost section of its Bureau of Transport Economics and Statis- 
tics, for the determination of rail terminal costs. It is desig- 
nated as statement No. 430, Rail Terminal Form F, 5-42, dated 
January, 1943. The formula has not been considered or adopted 
by the Commission. 

The purpose of distributing the formula, an explanatory 
note thereto stated, was to make available to interested par- 
ties the results of the research and experience of the cost sec- 
tion in the field of terminal cost finding up to the present time. 
It was believed, it said, that its distribution would assist in an 
understanding of the general nature and procedure of terminal 
cost finding and thus not only encourage improvements in the 
technique of cost finding but also facilitate the proper and in- 
telligent use of the cost data in proceedings before the Com- 
mission. 

Other formulas dealing with rail (line haul), truck, steam- 
ship, and barge transportation, which had been developed by 
the cost section and had been introduced in proceedings before 
the Commission, it was stated, were not ready for distribution. 

The procedure outlined in this “switching formula,” the 
explanatory note said, was based on a study of the Commis- 
sion’s decisions in Switching Rates in Chicago Switching Dis- 
trice, 177 I. C. C. 669: Des Moines Union Railway Switching, 
231 I. C. C. 631; Switching Charges at Jamestown. N. Y., 238 
I. C. C. 383; Sioux City Terminal Railway Switching, 241 I. 
C. C. 53, 623; and Switching at Richmond, Va., 245 I. C. C. 
293. Consideration, it said, was also given to the proposals in 
the Lorenz-Elmore formula, the Coverston-Saur formula, and 
the various criticisms made of those formulas. Detailed scru- 
tiny had been made of the procedure followed by the carriers 
in several important switching cases. 

The formula, according to the explanatory note, contains 
not only the needed accounting and statistical forms, but also 
a set of suggested field forms to be used in recording the yard- 
performance data. For purposes of illustration, it added, there 
was included a hypothetical terminal lay-out with a suggested 
procedure for a breakdown of the operations into zones and 
switching elements. The formula, it was stated, was subject 
to such change as may be found desirable as a result of future 
study and research. 


Motor Rate Increase in East 


To clear the way for the filing of its master tariff No. 1 
carrying a flat 10 per cent increase in rates, except in acces- 
sorial service charges, the Middle Atlantic States Motor Carrier 
Conference, Inc., Agent, for and in behalf of its carrier mem- 
bers, has petitioned the Commission for permission to depart 
from specified tariff rules in tariff Circular MF No. 3. 

The petition, signed by R. R. Rice, chief of the tariff 
bureau of the conference, said there was an immediate and 
pressing need for a general freight rate increase by motor 
common carriers with respect to traffic moving between places 
within middle Atlantic territory and between it and New Eng- 
land (see Traffic World, Jan. 23, p. 193). 

“This urgency of need for quick relief has for the most 
part developed rather suddenly,” said the petition. ‘Principally 
it arises from the fact of very material wage increases conse- 
quent upon the recent expiration of numerous former collective 
bargaining agreements and the substitution of new agreements 
for them carrying not only important increases in straight time 
wages but in most instances costly changes in working rules 
and conditions.” 

The National War Labor Board had either approved or 
compelled the increases and changes in large part and was 
shortly to release awards in a number of other instances involv- 
ing agreements carrying sharp rises in wages and changes in 
conditions, according to the petition. 

“The Director of Economic Stabilization has approved those 
orders of the National War Labor Board which have been made 
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public, notwithstanding protest of the Office of Price Adminis- 
tration that the price ceilings would be punctured thereby,” 
said the petition. “In addition to what has just been said, 
other adverse operating conditions have become acute and are 
adding materially to the expenses of conducting the motor 
carrier transportation which is required. Inadequate manpower 
is compelling large payments for overtime on penalty basis. 
. . . Materials and supplies continue to rise in price and are 
becoming increasingly scarce. , 

; “With respect to the involved traffic, motor carriers are 
in no position to absorb the foregoing added expense increases 
out of their current earnings. Unless they achieve a very 
prompt general rate advance many, if not most of them, will 
be unable to function more than a short while.” 

The petitioners said that in line with established procedure 
and precedents, it had been concluded to distribute this new 
general rate increase on the nondiscriminatory basis of a flat 
percentage advance on all commodities between all places, but 
not on accessorial service charges. In that way, it said it was 
believed the added transportation burden caused by these emer- 
gency conditions would be more fairly distributed. The peti- 
tioner said it was the tariff publishing agent for approximately 
1,200 carriers of property by motor vehicle in itnerstate com- 
merce. 

The petitioner emphasized that by this petition it was not 
seeking the Commission’s approval of increased rates, but was 
merely seeking authority to enable it to file publications to take 
effect on statutory notice after the filing thereof with the Com- 
mission. The authority was requested, it explained, to reduce 
the volume of tariff and printed matter required under present 
rules in the interest of conserving expense and material. 


Anticipates Protest and Suspension 


“When it was definitely concluded to make these increases 
in rates your petitioner conferred with the officials of the Office 
of Price Administration and as a result of the discussions pro- 
tests against and requests for suspension of the schedules, when 
filed with the Commission, are anticipated,” said the petitioner. 
“Your petitioner feels that if such protests are filed, the Com- 
mission will probably exercise the authority conferred upon it 
by law and suspend the operation of the schedules pending in- 
vestigation into and concerning the lawfulness of them.” 

The petitioner said if the Commission should approve in- 
creases differing from those proposed it would be easier to 
make changes under the publication method proposed than 
otherwise. 

“It is intended that the master tariff shall be available to 
the industry generally,” said the petitioner. ‘A considerable 
number of carriers which publish individual tariffs and several 
publishing agents would undoubtedly wish to make the same 
rate increases and it would be a desirable accommodation to 
have this one master tariff available to all.” 


OKLAHOMA GRAIN TO TEXAS 


That the Commission’s jurisdiction in this proceeding had 
lapsed after the respondent, the Missouri-Kansas-Texas system, 
had accepted and fully complied with the Commission’s order 
requiring cancelation of the proposed schedules, and that the 
proceeding had then become moot, were contentions of rail 
carriers protestants in I. and S. No. 5068, Grain and Grain 
Products, Oklahoma to Texas, in a petition in which they asked 
the Commission to vacate its order entered in this proceeding 
on Jan. 13, 1943 (see Traffic World, Jan. 20, p. 253), and to 
rehear and reconsider the issues. In its report on Jan. 13 the 
Commission had reversed, in part, the findings of division 3 
in the prior report. 

“The Commission’s tariff files today contain a tariff filed 
by respondent canceling the proposed schedules,” said these 
protestants. “Until that cancelation tariff itself is conceled, 
there can be no issue pending before the Commission. The can- 
celation tariff cannot be canceled except by affirmative action 
on the part of respondent. The order which the Commission 
here is asked to vacate and set aside does not require any af- 
firmative action by respondent. Respondent, of course, has 
the right again to propose reduced rates, but this right is con- 
ferred by statute and not by any order entered in the present 
case... 
“On Oct. 12, 1942, the Commission, upon the motion of the 
Oklahoma Corporation Commission, entered an order reopen- 
ing the proceeding for reconsideration. This order of Oct. 12, 
1942, was entered more than a month after the respondent had 
canceled the proposed schedules. In such circumstances there 
was no issue subject to reconsideration.” 

The Commission should have denied the motion by the 
Oklahoma Corporation Commission for reconsideration because 
the respondent had acquiesced in the Commission’s order, said 
the protesting railroads. They asked the Commission to re- 
hear and reconsider the issues, to deny the Oklahoma com- 
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mission’s petition, and to postpone the effective date of the 
order of Jan. 13 pending the consideration of the matters pre. 
sented by the protestant railroads’ petition. 

Coincidental with the filing of the petition to vacate the 
Commission’s order in I. & S. 5068, J. R. Peel, as agent of the 
Missouri-Kansas-Texas system lines filed special permission ap- 
plication No. 6443 to publish, effective Feb. 10, on one day's 
notice supplement 37 to his I.C.C. No. 3416, and supplement to 
M-K-T R.R. Tariff I.C.C. No. 1203. Authority was granted jp 
Special Permission No. 14389, on 15 days’ notice, although the 
carriers had filed a petition asking denial of the application. 

Following the grant of special permission, the southwestern 
carriers filed a petition to suspend the tariffs, alleging, as they 
had in their previous petitions, that to permit the reductions to 
become effective would be “the opening wedge of reductions as 
to grain rates throughout the western district, resulting in a com- 
plete demoralization of the adjustment prescribed by the Commis- 
sion in the Grain Case (Grain and Grain Products, 205 LC.c. 
301, and 215 I.C.C. 83), which has remained in effect since 1935, 
and has jealously been guarded by shippers, and generally by 
carriers until the attempt to disrupt such adjustment by the 
publication of the reduced rates. .. .” 


D. & H. DEBT ADJUSTMENT 


J. H. Nuelle, of Middletown, N. Y., president of the Dela- 
ware & Hudson Co. and the Delaware & Hudson Railroad Cor- 
poration (the latter owned by the former), was the principal 
witness Feb. 8 at a hearing in Washington, before Examiner 
H. C. Howard, on the application of the two Delaware & Hud- 
son companies, in Finance No. 14088, for approval by the Con- 
mission of a plan of debt adjustment under the reenacted Chan- 
dler act (see Traffic World, Jan. 23, p. 187). 

The Commission, division 4, on that day issued an order 
in Finance No. 14088 permitting intervention in the proceeding 
by Charles D. Dancey, for himself and a group of other holders 
of the Delaware & Hudson first and refunding 4 per cent bonds. 
Counsel appearing for these interveners at the hearing were 
Moultrie Hitt, Lawrence Condon and James J. Cannon, of New 
York City. 

Other appearances were: Boykin C. Wright, Don B. Stookey 
and Howard C. Wood, of New York City, for the applicants; 
Thomas L. Ennis, of New York City, vice-president and gen- 
eral counsel of the applicant companies, and Fred N. Oliver 
and E. A. Schmidt, Jr., of New York City, for an ‘informal 
committee” of institutional bondholders. 

H. M. Irwin, assistant to the president of the applicants, 
was the first witness. Questioning of the witnesses by counsel 
for the bondholders indicated little disagreement with the idea 
of refinancing but some disagreement with certain details of 
the plan, including the applicants’ proposal to sell its invest- 
ment securities within the next five years and to place one-half 
of the proceeds in a sinking fund and the other half in the 
general corporate funds. Counsel for the Dancey group of 
bondholders suggested pledging of those securities as collateral 
on the mortgage. Mr. Nuelle objected to that proposal, saying 
he wished to keep both companies in a good current asset posi- 
tion and that he wanted to exercise his business judgment as to 
the sale of the securities. 


SOUTHERN PACIFIC PROMISSORY NOTES 


Southern Pacific Co. has asked permission in Finance No. 
14110 to issue not to exceed $6,095,566.62 principal amount of 
promissory notes in evidence of, but not in payment for, the 
unpaid principal on 23 conditional sales agreements or equip- 
ment lease agreements entered into between Apr. 6, 1939, and 
June 20, 1942, for the purchase of certain Diesel locomotives. 
flat cars, gondolas, ballast cars, and cabooses. The notes. said 
the application, would mature monthly, but in one instance, 
quarterly. They would be issued for each contract, the applica- 
tion said, as of the date on which the next installment due after 
Jan. 29, 1943, was due and paid, and interest rates and install- 
ment payments would be the same as under the contracts. 


The application was made, it said, in the brief that it would 
be in the public interest to issue the notes as described in or- 
der to remove any possible doubt that such indebtedness was 
“borrowed capital,” within both the spirit and letter of the 
excess profits tax law, about which there was some question 
The notes. said the application, would not increase the tota' 
of the applicant’s indebtedness, but would be merely additional 
evidence of existing indebtedness. But, it said, under the ex- 
cess profits tax law, applicant was permitted to include in its 
invested capital 50 per cent of its borrowed capital. provide’ 
the indebtedness was evidenced by a bond, note, bill of ex 
change. debenture, certificate of indebtedness, mortgage, 0 
deed of trust. 
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Rate Increase Removal 
The Traffic World Washington Bureau 


As the hearing on proposed cancellation of the rate in- 
creases in Ex Parte 148, Increased Railway Rates, Fares and 
Charges, 1942, went into its fourth day (see Traffic World, 
Feb. 6), some observers saw indications that the three Com- 
mission members on the bench were more concerned about the 
matter of allocating the revenue yielded by the rate increases 
than about elimination of the increases in their entirety. Hear- 
ing the testimony were Commissioners Aitchison (presiding), 
Mahaffie and Splawn, and several state commissioners. 

Remarks by the Commission members in the course of the 
hearing made it appear, to many of those present, that those 
commissioners were not particularly sympathetic toward coun- 
sel for the petitioners for the rate increase removal—the Office 
of Price Administration and others. The Commission members 
showed interest in the question of allocation of the revenue in- 
creases after R. V. Fletcher, vice-president of the Association 
of American Railroads, had proposed that the Commission 
“admonish,” rather than order, the railroads to use that part 
of their revenue for retirement of debt. 

Commissioner Aitchison announced, late in the fourth day 
of the hearing, that the Commission would hear arguments in 
the proceeding at 10 a. m., Feb. 9. 


Rai! Debt Retirement 


Commissioner Mahaffie asked Mr. Fltcher for his views as 
to the order in which debt ought to be retired “in the event 
it should be determined that there should be some provision 
of that sort,” and Mr. Fletcher said he thought that should 
be left to the judgment of the carriers. Commissioner Aitchi- 
son wondered whether or not consideration had been given to 
retirement of debt to the federal government first. Mr. Fletcher 
said he could not state definitely the railroads’ position on that, 
but that he thought they should have the opportunity to buy in 
their securities at less than par before paying off their debt ot 
the R. F. C. at a premium. 

To another question by Mr. Mahaffie, Mr. Fletcher said 
that, to give effect to the proposed admonition, the Commission 
might require the carriers to file quarterly reports on “how they 
are getting along.” He said the carriers would propose in de- 
tail the character of the admonition if the Commission so 
desired. 

Dr. J. H. Parmelee, director of the Bureau of Railway Eco- 
nomics of the A. A. R., as he resumed the presentation of testi- 
mony in support of the railroads’ position for retention of the 
rate increases, declared that the average charge paid by the 
public in 1942 for “the standard unit of railroad freight service, 
hauling one ton one mile,” was 0.93 cent, the lowest average 
in any year within the last two decades. 

“The real reasons for the apparently large earnings of 
railroads in 1942,” he said, ‘‘are that they rendered in that year 
a record volume of service; that in performing this service they 
were using up materials purchased in earlier periods and at 
lower prices; that depreciation on much of the property they 
were using was calculated on a basis less than that now pre- 
vailing; and that the incidence of federal taxation in 1942 was 
much lower than it will be in 1943. The apparent experience 
of 1942, therefore, does not constitute a solid or safe basis on 
which to determine the proper level of rates which should be 
applied in 1943 and the future.” 

He said that demands on the railroads had more than dou- 
bled since the outbreak of the war in Europe in 1939 and that 
in 1942 they rendered one-third more freight service and 80 
per cent more passenger service than in 1941. However, he 
added, if they had performed all this 1942 service at present 
wage levels, and also at present levels of taxation, prices and 
depreciation, they would have received little more in net earn- 
ings than they received in 1941. Continuing, he said: 


It is under these present price levels and conditions that the rail- 
toads must do business now and in the future. This year they will 
not pay federal taxes on the 1942 basis, but on the higher basis of 
1943. That means an increased expense of $306,000,000 on the volume 
of business done last year. This year, as matérials, supplies and 
fuel bought in earlier years are used up and worn out in service at 
fn increasingly rapid rate they must be replaced with coal, oil, ties 
and other materials and supplies bought at present higher prices. 
That means an increased expense of approximately $98,000,000 on the 
volume of business done last year. Applying the present rate of de- 
Preciation to the property in use in 1942 means still another $114,000,000 
a year of railroad expenses. 

Had present rates been in effect for the whole year 1942, the 
apparent net income of the railroads would have been approximately 

000,000. But if the present increased costs had also been in 
effect throughout the year, this apparent net income would shrink to 
an actual net of approximately $570,000,000. That is only $70,000,000 
More than in the year 1941, despite the greatly increased use to which 
the railroads were put during the year and the greatly increased 
amount of service which they rendered, 
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Largely for the purpose of enabling them better to meet the 
extraordinary defense and war loads which they were called upon to 
carry, the railroads spent. during the years 1941 and 1942, $1,143,000,000 
on additions and betterments to their equipment, roadway and struc- 
tures. Contrary to the practice followed in financing much plant 
expansion for war purposes, these expenditures were not made by 
the government, but were made by the railroads out of railroad funds. 

The job of the railroads now is to meet war needs. Beyond that, 
they have a responsibility to meet their service and financial obliga- 
tions, now and in the future, as a vital part of any sound national 
economic structure. If they are to do a war business, with all its 
wear on plant and equipment, and do it at present war levels of taxes, 
wages and prices, but at pre-war levels of rates, it is difficult to see 
how they will be able to meet all these responsibilities. 


Ton-Mile Unit Revenues 


_ Dr. Parmelee submitted an exhibit showing, among other 
things, that the average revenue of Class I railroads by the 
ton-mile of freight had decreased from 1.275 cents in 1921 to 
0.935 cent in 1941, with 1.110 cents as the average for the 
1921-1930 period and with 0.984 cent as the 1931-1940 average. 
For the year ended Oct. 31, 1942, the average was 0.927 cent, 
but for the seven months April to October, 1942, inclusive, in 
which the increased freight rates authorized in Ex Parte 148 
were in effect, the average was 0.930 cent, his tabulation 
showed. , 

Likewise, according to this exhibit, the average revenue 
by the passenger-mile had gone downward from 3.086 cents 
in 1921 to 1.754 cents in 1941, and the averages for the ten- 
year periods beginning with 1921 and 1931 were 2.936 cents and 
1.959 cents, respectively. The average for the eight months 
March to October, 1942, inclusive, in which the increased fares 
were in effect, was 1.933 cents, according to Dr. Parmelee’s 
figures. 

In this same exhibit Dr. Parmelee included estimates, with 
supporting data, to show that the revenue from the increased 
rates and fares authorized in Ex Parte 148 did not or would 
not suffice to cover the cost to the railroads of the wage in- 
creases obtained late in 1941 by the rail employe unions. Ac- 
cording to his calculations, the addititonal freight revenue at- 
tributable to the freight rate increases from their effective 
date to the end of 1942 amounted to $226,455,000, while the 
vield from the passenger fare boost, the increase in accessorial 
charges and the higher rate on milk hauled in passenger trains 
would bring the total additional revenue for the period of effec- 
tiveness of the increases in 1942 to $308.997,000 In another 
tabulation. he estimated that the cost of the railway emploves’ 
wage increases, based on employment for 12 months ended Oct. 
31, 1942. would be $389,000.000 for the calendar year 1942. 

Dr. Parmelee computed, partly on the basis of estimates, 
that $964.651,256 was the amount spent by all but three of the 
nation’s Class I railroads (the Detroit & Mackinac. the Green 
Rav & Western, and the Nevada Northern being the excented 
lines) for additions and betterments and payments on obliga- 
tions in 1942. He reported $190.315,552 as the 1942 exnendi- 
ture for road additions and betterments. and $345.998.061 as 
the amount spent for equipment additions and betterments. 

Questioned about railroad coal purchases. Dr. Parmelee said 
records of the A. A. R. showed that about 38 per cent of the 
coal purchased by railroads was transported by “off lines” and, 
therefore, involved payment of freight charges. 


Views on O. P. A. Estimates 


He took issue with the O. P. A. estimate of 7.000.000,000 
passenger miles for December, 1942, saying that on the basis of 
passenger revenue figures renorted for that month the max- 
imum total of passenger miles would be 6.225.000.0000. He 
averred that the O. P. A. estimate of passenger traffic gains 
in 1943 was too high. and he nredicted that there would be an 
increase in the first few months of 1943, but that there would 
then be a sharp decline in the rate of increase in such traffic. 
A method of estimating the passenger traffic for 1943, he con- 
tinued, would be to take the average for the five months August 
to December. 1942, inclusive, and apply that average to each 
month in 1943. 

When Dr. Parmelee began a discussion of the 1943 freight 
traffic estimates that the O. P. A. had submitted. Amos Retts. 
of the Arizona state commission. said he had noticed that there 
had been a decline in carloadine in the first week of Januarv. 
1943. Dr. Parmelee then submitted fieures on carloadines for 
rng weeks reported in January, 1943, including the fol- 
owing: 


Total carloadings. 3.199.957. 1.2 per cent below Januarv. 1942; 
miscellaneous less-carload, 420.892, decrease of 40.8 below January. 
1942; ‘‘all-around’’ total. 3.530.849, a decrease of 8.5 per cent below 
the corresponding period of 1942. 


; Max Swiren, special counsel for the Office of Price Admin- 
istration and the Economic Stabilization Director, asked Dr. 
Parmelee if he had the ton-mile figures for January. The wit- 
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ness said he did not have those figures. He observed that the 
railroads expected a considerable increase in ton-miles in the 
first quarter of 1943. 


Mr. Swiren wanted to know if Dr. Parmelee had ever 
made a study of the “correlation” of the wear and tear on rails 
and ties due to train operations and the wear and tear due to 


the elements. Dr. Parmelee said he had made no study of that 
sort. 


There followed a line of questions on the part of Mr. 
Swiren as to whether or not Dr. Parmelee had made any es- 
timates for 1943, and when Dr. Parmelee said he was not pre- 
pared to say that he had not made any estimates, Mr. Swiren 
asked if the witness would not present any estimates he had 
made because he felt that they were confidential. Dr. Par- 
melee said that this was correct. Mr. Swiren then asked if, 
in making estimates for 1942, the witness had tended to be 
“overly conservative,” and Dr. Parmelee’s reply was to the 
effect that if there was to be an error in estimates, it was quite 
proper to err “on the conservative side.’ Mr. Swiren then 
asked whether or not the witness had made an estimate in the 
first half of 1942 as to traffic in the last half of that year. Dr. 
Parmelee said he might have made an estimate “in my office,” 
and Mr. Swiren asked is he had compared those estimates with 
the actual results of the second half of 1942. 


At this point Mr. Souby interjected the question: ‘What 
was the occasion for those estimates?” to which Dr. Parmelee 
replied that he had made them for the Office of Defense Trans- 
portation “at their request.’”’ Thereupon Mr. Souby explained 
that some time ago Mr. Swiren “asked me if I would be will- 
ing to furnish him certain expenses that were used in compiling 
the particular estimate Dr. Parmelee had made for the O. D. 
T.,” and that he had said he was willing to make those figures 
available if Mr. Swiren obtained a release from the O. D. T., 
“because we regard the reports we make to that organization 
as being strictly confidential. He never pursued the matter 
further, and I presumed that the O. D. T. denied him the re- 
port as being confidential.” 


Mr. Swiren said he was only asking whether the estimates 
were correct or incorrect, and that it seemed wholly proper 
“to test the capacity of this gentleman as an expert to show, 
if I can, that he erred so badly that we would not rely on those 
estimates if he produced them for 1943.” 


“Confidential” Document Question 


Mr. Swiren then made an offer of proof of a document 
which, he said, if the witness were made to testify. would show 
that his estimates of increases in freight and passenger traffic 
for the last half of 1942 were one hundred per cent off, that 
is, that the increases were twice the percentage the witness 
had estimated. Mr. Souby moved to strike the statement, and 
Commissioner Aitchison asked if there was any question in Mr. 
Swiren’s mind that the document he referred to was confiden- 
tial. Mr. Swiren said there was. as the copy he insvected had 
gone to the Office of Civilian Supply, and that another copv 
went to the War Producticn Board. Commissioner Aitchison 
asked if Mr. Swiren realized that there were all in the executive 
office. and when Mr. Swiren said he did not understand. the 
commissioner explained that these bodies were a part of the 
President’s establishment. 


Mr. Swiren said he thought he should say that they had 
received the document from the Office of Price Administra- 
tion, explaining he meant that it did not come from the Asso- 
ciation of American Railroads. or the O. D. T.. but from the 
Office of Civilian Supply, formerly a part of the O. P. A., which 
“is part of the executive establishment.” Commissioner Aitchi- 
son said that the motion to strike would be sustained, adding, 
“we do not propose to violate that confidence.” 


In response to further questions from Mr. Swiren, from 
Frank Warren, representing the National Association of Rail- 
road and Utilities Commissions, and from John T. Ryan, rep- 
resenting the New York Public Service Commission, Dr. Par- 
melee said he had made no estimates for the full year 1943, 
but had exnressed an opinion as to increases to be expected in 
January ard February. In answer to a question asked by 
Walter Hoffman. representing the California Deciduous Grow- 
ers League. Dr. Parmelee said he had no opinion as to the effect 
on railroad revenue of the heavier loading under O. D. T. or- 
ders, as he had made no study along those lines. 

J. M. Arnold. general freight agent of the Detroit & Cleve- 
land Navigation Co., read a brief statement supporting the po- 
sition of the railroads. He said elimination of the rate in- 
creases would affect the ship and truck rates of the D. & C. 
Navigation Co.: that that company was now operating five 
ships and carrying the largest volume of freight ever handled; 
that the railroads were entitled to some benefits now to pre- 
pare for the post-war period, and that the railroads had done 
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an exceptionally good job and should be enabled to continue 
their excellent performance. 


B. & O. President Testifies 


R. B. White, president of the Baltimore & Ohio Railroag 
Co., read a statement in which he emphasized the assertion 
that the railroad plant was “an indispensable implement of 
war” and that it should be maintained and equipped so as to 
be capable of performing any needed task. 

“If a mistake must be made in maintaining and equipping 
the railroads during this period,” he said, “it should be made 
on the side of over-maintenance and over-equipping. Funds 
necessary to meet the heavy requirements for maintenance and 
equipment during the war years and for rehabilitation after 
the war must come out of revenues as credit is not available 
to railroads generally.” 

With respect to the O. P. A. contention that the rates 
created inflationary pressure, he said that “rail revenues per 
unit of service” had shown a downward trend in recent years 
and, hence, were not inflationary. The effect of the rate in- 
creases on consumer goods prices was “indeed insignificant,” 
he said. He discussed railroad needs for money for mainte- 
nance and replacement of property. He said the reduction of 
debt was in accord with “point 7” of the President’s anti-infla- 
tion program as outlined in his message to Congress on April 
27, 1942. He suggested that the public interest would be badly 
served if in the present war period the railroads were not 
permitted to retire debt and set up cash reserves “so that rail- 
road credit in this country may be reestablished.” 

“The 10-cent charge now being made in some places for 
delivering the daily family market basket from store to house,” 
said Mr. White. “in most cases is more than the total rail 
transportation charges on the contents of the basket. And as 
for that part of the charges represented by the increase in 
question, we have no coin small enough to measure it” 

Questioned by Mr. Swiren, Mr. White agreed that in some 
respects there had been improvements in rails and track con- 
struction in the last ten years that had the effect of reducing 
maintenance requirements. Under further questioning by 0. 
P. A. counsel, he said he had not considered how the railroads 
would fit into the stabilization program as much as he had 
thought about how the railroads could do their job. Mr. Swiren 
then read a statement, attributed by him, President Roosevelt, 
that in a time of inflation “great profits are reaped by some... 
while others find their lifelong savings shrunken. . .” Commis- 
sioner Aitchison wondered if stabilization was what the war 
was being fought for; Mr. Swiren averred that it was a most 
important means toward winning the war. Commissioner 
Aitchison observed that stabilization was, therefore, a method 
rather than the objective. Asked whether he regarded the war 
period as “a period of sacrifice for all citizens, including rail- 
roads,” Mr. White said “yes,” and Mr. Swiren then said he 
assumed that Mr. White was not seeking special monetary re- 
wards, only a reasonable profit, and the witness replied that 
“we expect nothing more than that.” Mr. Swiren failed to ob- 
tain from the witness any estimate of traffic increases for 1943. 
George Bronz, of the Bituminous Coal Consumers Counsel, sug- 
rested that, in view of an estimated total national income of 
80 billion dollars in 1942, railroad operating revenue totaling 
more than 7 billion dollars represented more than an “‘insig- 
nificant” part of the cost of living. 


Testimony by J. L. Beven 


J. L. Beven, president of the Illinois Central System, the 
next witness, discussed, among other things, the uncertainties 
of the railroads’ situation in 1943. Those uncertainties, he said, 
included taxes, wages (“the boys on the Illinois Central asked 
us for increases totaling $28,000,000”), price increases (partic- 
ularly on coal), a downward trend in civilian freight traffic, the 
question of how long the war would last and direct war traffic 
continue, and the “temporary” traffic that had “sought refuge 
on the rails” because of war conditions. He said about 45 per 
cent of the total increase in freight revenues on the Illinois 
Central last year came from the increase in petroleum traffic, 
and that this traffic was definitely temporary, as_ pipelines, 
barges and tugs were being built to replace the rail service as 
far as possible. 

“The facts as to this petroleum traffic show the thin foun- 
dation upon which the increase in our revenue for 1942 rested, 
but it is upon this foundation that our rates are now proposed 
to be reduced,” he said. 

In the course of cross-examination by Mr. Swiren, Mr. 
Beven said he could not state “how materiallv” O. D. T. gen- 
eral orders 1 and 18 had contributed toward enabling the IIli- 
nois Central to handle the 1942 traffic, but he agreed. em- 
phatically, that cooperation of shippers had been helpful. When 
counsel for other petitioners for cancelation of the increases 
tried to gain support for their views that travel by rail would 
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increase in 1943, Commissioner Aitchison interjected that 
“Beven isn’t allowed to run all the trains he wants to, now.” 
He was referring to an Office of Defense Transportation order 
“freezing” passenger train schedules. Mr. Beven said there 
was a downward trend in train passenger traffic. 


Budd on Rail Revenue Needs 


Ralph Budd, president of the Chicago, Burlington & Quincy 
Railroad, testified that the railroads had, without government 
grants, adapted their plant to the emergency demands. The 
relatively large earnings of 1942, he said, “resulted from the 
enormous amount of work performed.” This had subjected the 
properties to unusually heavy wear and tear at a time when 
scarcity of materials ruled out any ‘“‘substantial amount of cur- 
rent maintenance, rehabilitation and new construction,” he said. 

Heavier loads, he said, and “pounding speeds,” were taking 
a tremendous toll of track and equipment, and “heavier mainte- 
nance expenses are unavoidable.” Preserving the earnings and 
credit of the carriers, said he, was the cheapest way to obtain 


‘indispensable railway service. He added that “the cost of poor 


transportation would be much more than the amount of. money 
involved in this case.” Permitting the railroads to retain the Ex 
Parte 148 increases would put them in a position to spend large 
sums of money for maintenance and new equipment after the 
war, he said, which would not only make jobs for the men leav- 
ing the armed forces and the war factories, but would be a 
factor now in maintaining high morale. 

It would be unfortunate, he said, if the railroads were com- 
pelled to seek increased rates after the war, with a reduced 
volume of traffic. The difficulty of such a proceeding in periods 
of declining traffic, said he, “makes such an approach tragically 
unsound,” and maintained that the only alternative was to per- 
mit the railroads now to earn the money needed for mainte- 
nance and improvements “which cannot be made now because 
of shortages in materials.” Replacements, he said, ought to be 
financed from earnings of the plant “now being worn out.” 

Asked about the effects of the war on the western roads, 
Mr. Budd said, among other things, that the war traffic had 
brought the average haul up to about 450 miles, “in the face 
of, the heaviest short haul movement we have ever had in this 
country.” The average haul prior to the war, he said, was about 
275 miles. 

Commenting on the results of government operation of the 
railroads in the last war, Mr. Budd pointed out that at the end 
of the war there was a deficit of $1,600,000,000, and ‘“‘then there 
were $700,000,000 in claims which were settled for about one- 
third of that sum, but the railroads still had to make up a large 
part of that $700,000,000 themselves.” This time, he said, the 
railroads were handling the war traffic, and the only increases 
in rates were those involved in the instant case. He said he felt 
that ‘the whole country is greatly to be congratulated that the 
present plan is working so well.” 

Answering Commissioner Aitchison as to traffic conditions 
at the beginning of the present war, Mr. Budd said, ‘““We en- 
tered this war with a plant which was running at about one- 
half capacity.” He added that the ability to handle the sud- 
denly increased traffic illustrated ‘the stand-by plant which the 
railroads had been maintaining for a number of years without 
being paid for it.” A rehabilitation program was begun in 1923 
by the railroads, he said, and had been “quietly carried along” 
and that this was really the reason why “we had the necessary 
transportation in 1942.” 


As to increased loadings under orders of the Office of De- 
fense Transportation, he said he had nothing but praise for 
0. D. T. General Order No. 1, but thought that the O. P. A. 
estimate that the increased loadings under that order were the 
equivalent of 100,000 cars was “very high, unless it had a much 
greater effect in the other regions than in the west.” He added 
that loading of cars had been “increasing steadily after 1941, 
Which continued until the third quarter of 1942.” Percentages 
by which car loadings had increased for the first three quarters 
of 1943, he said, were 37.6, 40.3 and 41.3, respectively. 


Pointing out that the increases in Ex Parte 148 had been 
granted specifically to meet increased labor costs, Mr. Budd 
said that the returns for the one year of 1942 did not represent 
data for a sufficiently long period on which to “make a rate.” 
_. He said, at the close of his direct testimony, that the prin- 
Ciples involved “transcend even the great interest of the nation 
In sound transportation,” and that the whole system of private 
enterprise might be threatened if “this important industry” was 
to be denied an opportunity to prepare for the inevitable dis- 
Ocations of the post-war period. If it were forced to emerge 
tom its war work in a dilapidated condition, he said, “the 
spectre of government intervention may materialize, not only 
for the railroads, but also for other important elements in our 
industrial economy.” 


Under cross-examination as to probable future income of 
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the railroads, and the period of time necessary in which to ob- 
tain sufficient data for a rate adjustment, Mr. Budd said that 
the only thing certain in the present situation was uncertainty, 
and that it had been extremely difficult to make reliable fore- 
casts ‘ever since the war broke out in Europe.” The only safe 
rule, he said, was to assume that the war might last for a long 
time and ‘“‘we must certainly take no chance with transporta- 
tion at this point in the war.” 

Mr. Swiren indicated that he desired to read a statement 
from the report which Dr. Parmelee had prepared for O. D. T., 
and Commissioner Aitchison called his attention to the fact that 
the document had already been admitted to be a confidential one 
by Mr. Swiren, and so refused as an offer of proof. Mr. Swiren 
said that he had obtained from Director Joseph B. Eastman 
permission to use the document in this proceeding, but Com- 
missioner Aitchison ruled that nothing might be read from the 
document unless the whole document was put into the record. 
Counsel then put the question, in general terms, as to whether 
or not production schedules could be translated into transporta- 
tion requirements, and Mr. Budd said he did not think it could 
be done with any degree of accuracy. 


Use of Reserve Fund 


Answering further questions, Mr. Budd said that any cut 
in the present rates of the railroads would be a threat to their 
future well-being. He said the safest and cheapest thing in 
the long run was to let the railroads have the revenue, provided 
they used it to make their plant strong. He said he felt now 
as he did when the railroads filed their original application in 
Ex Parte 148, that ‘‘we ought to be ready as much as we could 
for what might come.” 

“Is it your position,” asked John Benton, general solicitor 
of the National Association of Railroad and Utilities Com- 
missioners, “that the rate payers in war time ought to build 
up a reserve for you to increase your property value after the 
war ?” 

“We ought to be able to buy equipment without issuing 
securities,” said Mr. Budd. ‘I see no possible objection, from 
the public welfare standpoint, to laying aside a fund for 
replacement after the equipment now used has worn out... 
I don’t see how in the world the public can expect continuously 
to have transportation unless you lay aside something for 
replacing the equipment. that’s now wearing out. We are unable 
to replace it currently . .. We want to make our plant better 
after the war.” 

Mr. Budd was asked whether it was the railroads’ position 
that the wage increases granted their employes in 1941 took 
into account increased living costs. He said he did not know. 
Asked what the attitude of the railroads was toward the wage 
increase demands now pending, he said that it would be pre- 
sumed that the proper officers of the railroads would “take 
proper steps to see that the right thing is done.” 


Revenue Analysis by Cleveland 


A. F. Cleveland, vice-president in charge of the traffic 
department of the A. A. R., submitted for the hearing record 
a statement in which he asserted, among other things, that the 
reported railroad revenue results of 1942 were “exceedingly 
misleading” unless they were thoroughly understood. He said 
the reported revenues were higher than those the railroads 
might finally receive for the year because they included normal 
commercial rates on much government freight which later 
might be found subject to deductions due to existing land grant 
rates. 

Mr. Cleveland estimated that deductions on Maritime Com- 
mission shipments delivered by the Santa Fe, Union Pacific, 
Southern Pacific, and the Spokane, Portland & Seattle, and 
their connections, for example, subsequent to Dec. 8, 1941, 
would mean a demand on the lines participating in the traffic 
delivered by those companies for a refund of $14,452,500. 

Showing that there were many controversial situations 
with respect to land grant rates, he related, as one illustration, 
that in connection with the construction of the road to Alaska 
and in connection with the construction of individual segments 
of the road projected between this country and South America 
it was asserted that land grant reductions were legally 
applicable. 

In considering railroad earnings, he said, it should be noted 
that contractual arrangements existed between various govern- 
ment agencies on the one hand and the railroads on the other, 
with reference to transit arrangements, “mostly under section 
22 quotations but at times under existing tariffs.’ The army 
and navy had built many large storage and holding depots to 
take care of traffic held up by those armed services en route 
to ports. 

“In all instances,” he said, “this traffic pays the local rate 
on the inbound movement. When it goes out, it goes out at 
the balance of the rate. Those balances run from nothing to a 
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mere fraction of the outbound local. The service of the rail- 
roads constitutes two separate and distinct local movements. 
They would be well justified in obtaining as their revenue the 
sum of the two locals involved. These arrangements, however, 
contemplate the application of the through rate plus a moderate 
transit charge. A large volume of traffic handled in 1942 is 
still in storage under these arrangements. The railroads have 
taken into their accounts as 1942 revenues the inbound charges 
based on the local rates in, but have yet to perform a further 
haul for little or no additional revenue. Indeed, in same cases 
the additional service may even involve a refund of a part of 
the charges already collected.” 


Transit Storage Rates 


He said Defense Supplies Corporation had stored at vari- 
ous points in the interior of the country 176,097 tons of a com- 
modity imported through Pacific coast ports and in connection 
with which the import rate paid to storage point was the same 
as the rate paid to the final destination—Boston, Mass. Less 
than 50 per cent of the service had been performed on this 
traffic, and the outbound movement would be free account of 
transit, he added. The entire revenue that would be required 
on this traffic outside of the transit charge had already been 
included in the accounts of the carriers, he said. He related 
similar circumstances with respect to shipments for the army, 
the procurement division of the Treasury Department, the Food 
Distribution Administration, the Navy, the Rubber Reserve Co., 
the Metals Reserve Co. and the Maritime Commission. 

“A study made by two of our large railroads develops that 
the concession to the government on the tonnage handled un- 
der those transit arrangements on those two lines amounts to 
about $23,000,000 a year,” he said. 


He observed that certain government agencies were trying 
in induce shippers to divert traffic from railroads to other trans- 
port agencies or to induce manufacturers and producers to 
change their method of distribution so as to reduce the amount 
of transportation required. He said “it might be of interest to 
call attention to the fact that at the same time government 
agencies are attempting to divert as much traffic as possible 
from the railroads, the railroads have been requested to dis- 
continue all solicitation efforts.” He mentioned also activities 
of the War Production Board to eliminate cross-hauling. He 
said he mentioned these plans only to show that “it is not 
safe to prognosticate what may be anticipated respecting future 
earnings of the railroad industry.” 

Mr. Cleveland submitted evidence to show that farmers 
were now prospering and would continue to prosper in 1943, 
and that agricultural products and live stock had received 
favorable treatment from the Commission in rate matters. It 
was the position of the railroads that the present rates were 
low, reasonable rates, he said. 

The railroads had made many quotations of rates on some 
commodities, lower than normal rates on the affected traffic, 
to various government agencies handling war traffic, Mr. Cleve- 
land stated. 

“A substantial proportion of the existing traffic,” he said, 
“is for a temporary period only. It is not permanent traffic. 
Trends of movement are unnatural and will not continue. Many 
commodities will either not be produced or will be produced 
on an infinitesimal basis as compared with present conditions. 
When the transition to a civilian economy occurs, a vast ton- 
nage will quickly be restored to other agencies of transport 
previously used. In addition to this, it is to be expected that 
many plants will be abandoned for the reason that they were 
not located with any idea of obtaining a location desirable for 
distribution of civilian goods. . . It is impossible to measure 
the exact effect in dollars and cents in these adverse trends, but 
they are all real and will practically off-set increases that may 
be expected from anticipated greater production of war ma- 
terials. . .” 


Siddall on Passenger Rates 


Stimulation of rail passenger traffic probably would re- 
sult if fares were reduced, and such stimulation would be “most 
unfortunate” at this time, when the railroads were being called 
on to handle a rapidly growing military traffic without being 
able to obtain materials for new passenger equipment, said 
Hugh W. Siddall, of Chicago, chairman of the Trans-Continen- 
tal Passenger Association and the Western Passenger Associa- 
tion, in a statement he submitted for the hearing record. He 
said handling of the large amount of military traffic was ex- 
pensive because it was primarily one-direction traffic without 
a return load. He observed that the basic passenger fares now 
being charged by the railroads were about 27 per cent below 
those authorized by the United States Director General of 
Railroads in the last war for travel in coaches, and nearly 6 
per cent less than the World War I fare with respect to travel 
in Pullmans. 
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A. J. Hettinger, Jr., of New York City, an economist, for. 
mer instructor in transportation at Harvard University, now 
an official of the General American Investors Co. of New York 
was the railroads’ next witness. He said competitive Spending 
was the essence of inflation. Continuance of the present raj; 
rates and passenger fares for the duration of the war and six 
months thereafter would not be inflationary, he averred. The 
money used by railroads to meet fixed charges, taxes, repay. 
ment of debt, and for continuance of present dividends and 
wage rates did not contribute to inflationary tendencies, he de. 
clared. He assailed certain exhibits of the O. P. A. as “mis. 
leading” and as “special purpose” tables. 

Mr. Swiren recalled Dr. Parmelee for further cross-ex. 
amination with respect to the traffic estimate he had prepared 
for the O. D. T. Mr. Swiren obtained from Dr. Parmelee 
statements showing that the latter had substantially under 
estimated, last July, the “prospective demands”. on the rail- 
roads for the last half of 1942 as compared with the last half 
of 1941. Mr. Souby, of the railroads’ counsel, showed, how- 
ever, that Dr. Parmelee’s estimates of traffic for the whole 
year 1942 compared with 1941 had missed the actual figures 
by small margins, only a fraction of one per cent as to car- 
loadings. Mr. Swiren read a-statement from Dr. Parmelee’s 
“report” to the O. D. T. in which Dr. Parmelee indicated that 
foundations for his estimates for the balance of the year were 
then available. Mr. Swiren said he read the statement to make 
the record show that estimates of future traffic could be made. 


Short Lines’ Witness 


J. H. Huntt, of Washington, D. C., secretary-treasurer of 
the American Short Line Railroad Association, submitted testi- 
mony in which he said that data supplied to the association 
by 123 short lines showed that they spent $1,197,419 in 1941 for 
additions and betterments and $1,342,427 in 1942 for those 
purposes and that in either of those years the expenditures for 
additions and betterments were greater than the additional 
revenues received on account of Ex Parte 148 increases. He 
said the 1942 wage bill of the 123 short lines in question rep- 
resented an increase of $1,192,700 over that of 1941, while their 
additional revenues for freight and switching, received as a 
result of the Ex Parte 148 increases, amounted to $1,194,796. 


Truck Testimony 


Chester G. Moore, chairman of the board of directors of the 
Central States Motor Freight Bureau, Inc., and secretary of 
American Trucking Associations, Inc., said it was the position 
of those organizations that there should be no reduction rail 
rates, “as such reductions would call for readjustments of rates 
or loss of traffic, and thus seriously affect our net revenues 
which are already too small.” He said that while the Commis- 
sion’s compilations showed that class I motor carriers increased 
the tons of revenue freight handled in the first nine months of 
1942 by 3,014,208, slightly over 5 per cent, compared with 1941, 
and decreased vehicle miles operated by 64,093,076, slightly over 
4 per cent, the better operating ratio which such figures would 
normally indicate had been wiped out by the rapid increase in 
costs experienced by the industry. Mr. Moore was followed by 
J. C. McWilliams, statistician for American Trucking Associa- 
tions, who appeared briefly to put into the record a compilation 
of figures which, he said, showed that if the Ex Parte 148 in- 
creases had not been allowed, net operating income for the first 
nine months of 1942 for all districts would have decreased 518 
per cent over 1941. 

Dabney T. Waring, general manager of the Middle Atlan- 
tic States Motor Carrier Conference, said that, as the figures 
introduced into the record by Mr. McWilliams covered the 
period ending with September 30, 1942, they did not take in 
events which had transpired since then, and that the overall 
picture in the Eastern Trunk Line and New England territories 
“has been rapidly deteriorating and has now become very seri- 
ous.” Factors which, he said, had brought this about were in- 
creases in the wages of employes, shortage of manpower which 
has occasioned a large penalty overtime wage cost, loss of ex- 
perienced men, and the fact that while industry is producing 
goods on a round-the-clock basis, shipping is being done on the 
customary once-a-day basis. Lack of new equipment, and loss 
of manpower in the mechanical shop force, has also contributed 
to the deterioration, he said. He said that, while several govern- 
ment agencies were seeking to bring about reductions in rail 
rates, “we find ourselves compelled to take steps right away to 
bring about a general increase in motor carrier rates. He said 
that when the director of economic stabilization approved the 
filing of the application to reduce ra‘] rates, and also approved 
motor carrier wage increases over the protest of O. P. A., “it 
would seem that these governmental agencies are moving along 
inconsistent lines with respect to the same subject matter.” 


By stipulation, a statement for the Railroad Security Own- 
ers Association, Inc., was permitted to go into the record as the 
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testimony of H. C. Hagerty, treasurer, Metropolitan Life Insur- 
ance Co., New York, N. Y. The statement supported the sug- 
gestion that the revenues from the increased rates be segre- 
gated from other operating income and be expended solely for 
additions and betterments or for the reduction of debt. 


The hearings came to an end with the submission by O. P. 
A., by way of rebuttal, of a statement prepared by James S. 
Earley, assistant chief, price and economic policy branch, hav- 
ing to do with control of rail rates in Canada, Great Britain and 
Germany, and with the submission by a member of the O. P. A. 
research staff of quotations from certain periodicals, concerning 
the condition in which the railroads of the United States were 
being maintained. 


Separate Hearing 


Appearing separately before Examiner Paul O. Carter, in 
order to expedite the hearings, Charles R. Seal, traffic director, 
Baltimore Association of Commerce; Samuel H. Williams, di- 
rector of traffic, Chamber of Commerce and Board of Trade of 
Philadelphia; D. O. Moore, manager freight traffic division, 
Pittsburgh Chamber of Commerce; Frank H. Tyler, eastern 
vice-president, Chain Store Traffic League, New York; A. W. 
Vogtle, traffic manager, DeBardeleben Coal Corporation, Bir- 
mingham, Ala., and D. H. Thornton, general manager, New 
Orleans Joint Traffic Bureau, testified that their respective or- 
ganizations favored continuance of the rate increases granted 
in Ex Parte 148, in order that the railroads might meet the de- 
mands of the war period; that they endorsed some plan of set- 
ting aside all or a part of the increased rail revenues for the 
rehabilitation of railroad properties after the war, and that they 
approved the idea that some or all of the increased revenues 
be used to reduce the funded debt of the railroads. 


J. W. Holloway, executive secretary of the Kansas-Missouri 
River Mills, and representating also the Board of Trade of Kan- 
sas City, Mo., said that these organizations did not ask removal 
of the rate increases, but did ask that the railroads equalize 
the proportionals applicable on grain and grain products traffic 
from Kansas to the level of those on traffic from Oklahoma, 
out of Memphis to the southeast. C. B. Bee, for the Oklahoma 
Public Service Commission, moved to strike Mr. Holloway’s 
testimony on the ground that the organizations he represented 
were asking for increases, on a theory of equalization beyond 
that which was put into the St. Louis record, which would ex- 
ceed the 3 per cent increases authorized in Ex Parte 148. 


Robert Thomson, passenger traffic manager, and John 
Wood, cost engineer of the Chicago & North Western Railway 
Co., asked that the company be authorized to continue equali- 
zation between interstate fares and four types of commutation 
tickets as permitted by the Commission since 1925, and increased 
by the order in Ex Parte 148 and to apply the Ex Parte 148 
increase to two types of commutation tickets, not in existence at 
the time of the 1925 decision. W. C. Wines, apnearing for the 
attorney general of Illinois, objected to the admission of the 
testimony on the ground that the proper action to invoke the 
jurisdiction of the Commission was a proceeding under section 
13 of the interstate commerce act. 


Oral Argument 


By enactment of price control and anti-inflation legislation, 
Coneress had issued to the Commission an “unyielding man- 
date” to enforce stabilization and to be alert to any threat to 
price control. said Max Swiren, the special counsel to the Fco- 
nomic Stabilization Director and the Price Administrator. Feb. 
9 as the full Commission began hearing 900 minutes of oral 
areument on the petition of the Office of Price Administration 
and others for elimination of the rate increases authorized in 
Ex Parte 148. 

The oral argument was scheduled to end late in the after- 
noon of Feb. 11. Shortly before it began. the Commission an- 
nounced assignment of time as follows: To the O. P. A., the 
Denartment of Agriculture and the Bituminous Coal Consum- 
rs’ Counsel, 270 minutes: to state commissions, 165 minutes: 
to spokesmen for organizations of shinpers of various types 
of commodities. 135 minutes: to the railroads. 260 minutes: to 
the National Industrial Traffic League and the Railroad Se- 
curity Owners’ Association. supportine the railroads, 40 min- 
utes. and to the motor carriers, 20 minutes. 

To an inquiry by Commissioner Aitchison as to what parts 
of the national transvortation policy declared bv Congress in 
the transnortation act of 1940 had been amended by price con- 
trol lerislation. Mr. Swiren renlied. in effect. that any and all 
parts of the transportation policy that were in conflict with the 
stabilization program had become secondarv to the stabilization 
nolicv that Congress had prescribed. So lone as Congress left 
this statutory policy unchanged, he said “it blankets our whole 
economy.” 


He said there were two inflationary aspects of the rate in- 
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creases: (1) an impact on price ceilings, and (2) augmented 
profits of the railroads. : 

The increases had already punctured price ceilings, he de- 
clared. With reference to railroad advertisements designed to 
show that the rate increases had a negligible effect on prices 
to consumers, he said that such increases nevertheless were felt 
and that. when added to other increases, they created a cumu- 
lative effect that could not be ignored. Pricing practices of 
business frequently produced a pyramiding of these added 
costs, he said. 

With respect to augmenting of profits, he averred that, 
even though the railroads might keep their ‘‘excess’ earnings 
for post-war improvements or use them for debt retirement or 
in other ways that would not affect the stabilization policy ad- 
versely, the fact that they were permitted to make and retain 
such profits would stimulate demands from other industries for 
retention of their respective excess profits and would operate 
to iniure price control. Congress had recognized, he said, that 
“profiteering by one group invites and foreshadows profiteering 
bv others.” To a question by Commissioner Aitchison, his answer 
was that with respect to wage increases as well as price in- 
creases “the line must be held at all costs.” He said the rail- 
roads ought to be grateful for stabilization because the in- 
crease in costs of fuel and supplies in 1942 had been less than 
one-third of one per cent. 

Commissioner Miller asked if the effect of cancelation of 
the rate increases on some particular roads had been consid- 
ered by the O. P. A. Mr. Swiren said there were always some 
submarginal operators, and that if it was found that they were 
essential, they should be subsidized. 

The rate increases now in issue, he said, were actually new 
increases because the purposes for which they were granted 
had never materialized. Questions by Commissioner Miller 
brought out statements by Mr. Swiren that if the increases 
were taken off, the O. P. A. would reduce prices, and that the 
assumption by Mr. Miller that the vublic thus would have 
more money to “bid up” prices was fallacious. Mr. Swiren sa‘d 
that a deflationary effect was needed, and that the action Con- 
gress had taken was to stabilize prices, not to “freeze” them. 


Rate of Return 


When Mr. Swiren was discussing the “colossal and super- 
colossal” 1942 profits of the: railroads, Commissioner Rogers 
suggested that computing the return on the railroads’ invest- 
ment might be a reasonable thing to do. Mr. Swiren asserted 
that this was a revenue case; that the proceeding had been 
begun to provide additional revenue to offset additional costs: 
that he was demonstrating that the increase was not needed 
and that “if the Commission were to embark now on a rate of 
return stage, it would be greatly unfair.’”’ He said he susnected 
that 1942 earnings of the railroads. before taxes, would run 
“10 ner cent on almost any valuation.” 

Chairman Alldredge wanted to know how “profiteering” 
was defined. and Mr. Swiren said the President had said that 
nvrofits should be held to “a reasonable level” and had added 
that by “reasonable” he meant “low.” Commissioner Splawn 
said that in the definition of “reasonable” there might be a 
zone, with a maximum and a minimum. Mr. Swiren acreed 
but contended that the President had meant minimum reason- 
able earnings. 

The refusal of the railroads to make anv estimate of pros- 
nective traffic for 1943 was an admission by them. he said. that 
the traffic increase would be so great they dared not mention 
it. He said Dr. Parmelee had criticized the O. P. A traffic 
estimates hut had himself avoided making anv definite esti- 
mates and had conceded that there would he an increase in 
the first few months of 1943. He observed that Dr. Parmelee. 
last July. had predicted an increase of 50 ner cent in nassenrer 
traffic for the remainder of 1942 and that the actual increase 
turned out to be 105 per cent, and that he had also predicted 
an 18 per cent increase in freight traffic. which actually proved 
to be 31 per cent. As to the A. A. R. contention that the stor- 
age rate situation on government traffic had a part in making 
1942 rail revenues appear abnormally high, Mr. Swiren averred 
that that condition would be offset by a similar condition at 
the end of 1943. He contended that. allowing 24 ner cent for 
federal taxes, the railroads would have had a net income of 
$1,700.000.000 in 1942 without the rate increases. 

Commissioner Alldredge suggested that under the theory 
advaneed by Mr. Swiren, the Commission might have to cut 
rates every 30 days, and asked the O. P. A. attorney if he 
thought he could assume the responsibility of fixing rates for this 
year and next year. Mr. Swiren said that if the rate produced ex- 
cess profits, they should be cut. Commissioner Johnson wondered 
if, in the event there was “an error on the other side of the 
ledger,” Mr. Swiren would increase the rates. Mr. Swiren said 
the railroads had a “carry-over” of $300,000,000 from 1942 to 
take care of exigencies in 1943. 
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Asked by Commissioner Rogers for an estimate of revenue 
on 1942 traffic if the increases had been taken off, Mr. Swiren 
said that the return before federal income taxes on the book 
value, after depreciation, was actually 9.39 per cent and would 
have been 8.13 per cent without the increases; that, on the 
basis of Bureau of Valuation figures, the 1942 return was 11.88 
per cent with the increases and 10.29 without them; and that. 
on the basis of valuation for rate-making purposes, the rate of 
return before federal income and excess profits tax, was 11.2 
per cent, and 7.4 per cent without the increases. 

“The Director of Economic Stabilization and the Price 
Administrator regard this proceeding as a crucial battle in the 
nation’s campaign to curb inflation,” he said. ‘The importance 
to the American people of the revocation of the emergency rate 
and fare increases cannot be measured in money. It cannot 
be measured by the more than $440,000,000 the railroads would 
siphon out of an already burdened war economy in 1943, or 
by the unparalleled and excessive profits produced for the rail- 
roads by the war economy. The measure of the importance to 
the American people of the revocation of these unnecessary 
rates that augment inflated profits is the uncompromising ne- 
cessity for success in our stabilization program.” 


Department of Agriculture 


J. D. Knudson, attorney for the Department of Agriculture, 
said that in the Ex Parte 148 hearing at St. Louis, Mo., in 
1942 the Agriculture Department had contended that the in- 
crease in volume of agricultural traffic would suffice to pro- 
vide increased revenue needed by the railroads and would 
make unnecessary any rate increases on such products. Events 
of 1942 had proved the Secretary of Agriculture justified in that 
posititon, he said. He observed that agricultural production 
had increased from 351,000,000 tons in 1941 to 588,000,000 tons 
in 1942, “the largest ever.” 

Piling a rate profit on top of a volume profit did not leave 
a healthy situation. Mr. Knudson contended. He maintained 
that the farmer had to have an incentive for increased produc- 
tion, and that there were two possible solutions of “the food 
price problem:” (1) Subsidy by the federal government, and 
(2) reduction in the cost of marketing. To help in effecting 
the latter solution. he said, the Department of Agriculture 
urged adjustment of the freight rates so that they would be no 
higher than they were at the beginning of 1942. 

Mr. Knudson began a discussion of what he regarded as a 
request of the Commission for comment on pooling of rail rev- 
enues, and observed that such pooling could not be effected 
legally without assent of the rail carriers, when Chairman All- 
dredge explained that the Commission had not asked for sug- 
gestions about pooling, but about allocation of revenues from 
the rate increases. 


Coal Consumers 


George Bronz, appearing for the Bituminous Coal Consum- 
ers’ Counsel. said that the whole premise of the carriers’ case. 
as presented in the St. Louis hearings, had been destroyed by 
the financial results of the 1942 increases in traffic. 

Hugh White, speaking for the southeastern state commis- 
sions, said that the carriers, in their petition for the increases. 
had not said they wanted the increases to build a reserve to be 
used after the war for making additions and betterments, to 
rehabilitate their properties. to to retire funded debt, and ex- 
pressed a doubt that the Commission had authority to make 
such a requirement. J. A. Lucas, for the Commerce Counsel 
of Iowa and the Iowa Farm Bureau, read from the opening 
statement of the carriers to the effect that, for the purpose of 
the present case, the carriers would raise no question as to the 
authority of the Commission to prescribe a debt retirement 
requirement. This, he said, was an admission on the part of the 
carriers of the existence of excess earnings. 

N. E. Williams, appearing for the attorney general of 
North Dakota, said that. as an assurance of increased traffic 
in 1942. the carriers could have learned that there were more 
than 128,000,000 bushels of wheat in storage in the state. and 
added that, as of January. 1943, as a similar assurance. there 
were more than 135,000.000 bushels of wheat stored on the 
farms, in elevators, and in mills in North Dakota. 

William Williamson, spokesman for the South Dakota 
Public Utilities Commission, objected to the increased rates on 
farm products. He disagreed, however, with the O. P. A. 
view that the transportation policy had been modified by the 
price control act. That policy, he said, was more important 
in wartime than in peacetime. 

B. M. Gray, speaking for the Kansas Corporation Commis- 
sion, raised no objection to retention of the passenger fare in- 
creases. He averred that the freight rate increases were not 
necessary and said there had been “amazing reticence” of 
railroad witnesses as to traffic prospects. 

J. T. Ryan, for the New York Public Service Commission, 
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and William Wines, for the Illinois Commerce Commission 
urged exclusion of commutation fares from passenger fare jp. 
creases. J. E. Benton, of Washington, speaking on behalf of 
the Texas Railroad Commission, said the railroads in Texas 
could not justify rate increases to the level of the Ex Parte 
148 increases. A. G. T. Moore, on behalf of the Southern Pine 
Association, raised the question whether it was proper for the 
Commission to direct the payment of debt by the carriers. He 
objected to giving any federal agency power over payment of 
private debt, saying debt payment could be encouraged by ad. 
monition, but should not be ordered by such an agency. 

Mr. Benton, general solicitor of the National Association 
of Railroad and Utilities Commissioners, presented arguments 
on behalf of that association on the morning of Feb. 10. He 
sa‘d the record showed that the carriers as a whole were mak- 
ine more than a fair return on their aggregate investment. 
With effectuation of the 48-hour work week, production would 
be stepped up and rail traffic in 1943 would continue to in- 
crease, he averred. He said he was not asking for reduction 
of passenger fares. 

J. F. Lawrence, speaking for independent oil refiners of the 
mid-continent fields, said it was absurd that the O. P. A., the 
Department of Agriculture and the state commissions had 
found it necessary to petition for revocation of the increases. 
He urged the Commission to be mindful of the fight against 
inflation that the O. P. A. was conducting. 

C. E. Blaine, for the American National Livestock Asso- 
ciation and others. said present live stock rates were the highest 
in the history and had driven a preponderance of traffic to the 
trucks. Wilbur LaRoe, Jr., for eastern meat packers, com- 
mended railroad achievements under private ownership and 
operation. He said that, due largely to the O. P. A. price- 
fixing program on meat, meat packers now were far less able 
to pay the present freight rates than they were a year ago; 
that the value of rail transportation service had declined, be- 
cause of delays and other factors, and that the rate increase 
“burden on a weakened industry” should be discontinued. A. 
M. Geary, for live stock shippers of the Pacific northwest, dis- 
cussed higher freight charges on shipments by rail following 
a of steamship service to the east via the Panama 

anal. 

J. R. Wells, of the Growers and Shippers League of 
Florida, said the railroads were now hauling in 100 cars the 
volume of citrus fruit previously transported in 117% cars 
and so did not need the rate increases. Walter Hoffman, of 
the California Deciduous Growers League, said the rate boosts 
on deciduous fruits were not justified because of reductions in 
the standard of rail service and increases in refrigeration costs. 


R. V. Fletcher 

There was nothing in the anti-inflation act of Oct. 2, 1942, 
to suggest that rates in effect on Sept. 15, 1942, the “stabiliza- 
tion” date prescribed in that act, should be reduced, and there 
were factors in addition to inflation that the Commission must 
take into account in determining whether the increases author- 
ized in Ex Parte 148 should be eliminated, counsel for the rail- 
roads contended in the course of the oral argument Feb. 10. 

R. V. Fletcher, vice-president of the Association of Ameri- 
can Railroads, said the two principal matters before the Com- 
mission were whether the railroad earnings under the increased 
rates had been excessive, and whether there had been a clari- 
fication of the nation’s inflation policy that would influence the 
commission’s decision. He said he did not think there would be 
any substantial “carry-over” of net income from 1942 to 1943. 
He saw a possibility that 1942 revenues would be substantially 
reduced by General Accounting Office decisions on pending 
applications for land-grant rates, contested by the railroads. 
Asked by Commissioner Mahaffie why the railroads had not set 
up “appropriate reserves” for the land-grant rate deduction 
contingency, Mr. Fletcher said that such action might have been 
regarded as a “confession.” 

“If, as our adversaries say, we have any revenue we do not 
need, let’s you and I call it ‘reserve’,” he said. 

In a discussion with Commissioner Rogers of the pending 
wage increase demands of rail unions, Mr. Fletcher said he 
thought the Commission should ignore those demands because 
of uncertainty as to the amounts of increases that might be 
granted. 

Noting the Commission’s obligations under the national 
transportation policy in the transportation act of 1940 to coordi- 
nate and preserve the national transportation system, and its 
obligation under the rate-making clause of the interstate com- 
merce act to provide rates consistent with the carriers’ needs 
of revenues, Mr. Fletcher declared that those injunctions still 
rested on the Commission. He observed that provisions of the 
rate-making clause had been :re-enacted in the freight for- 
warder regulation act of May 16, 1942 (part IV of the interstate 
commerce act) and that the original price control act had been 
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enacted Jan. 30, 1942. Referring to the stabilization provisions 
of the act of Oct. 2, 1942, he said the existing rail rates had 
peen in effect for six moths as of Sept. 15, and that reduction 
of the rates would “disturb” the economy as of that date. He 
discussed the provisions of the act of Oct. 2, noting that all that 
it did, with respect to rail rates, was to make the President or 
his agent a necessary party to rate increase proceedings before 
the Commission. He said the President was “no greater author- 
ity on inflation than you are,” and argued that it was for the 
Commission to interpret the inflationary aspect of rate increases. 
He cited the Commission’s views on that matter in No. 28846, 
Texas Rates, Fares and Charges (see Traffic World, Pan 2, 
p. 7). 

He disputed the O.P.A. contention that wartime rates should 
make no allowance for post-war reserve funds, saying that if 
that idea were sound there would be no need for a price ad- 
ministrator, since price control was designed to prevent post- 
war deflation. The rail rate level by the ton-mile was lower now 
than it had been in many years, he said. He added that he had 
“been here too long” to attach importance to the suggestion 
that rates should be lowered now and might be increased after 
the war in a period of traffic decline. To the O.P.A. suggestion 
that 4 per cent, before income taxes, would be a fair return on 
railroad investment, Mr. Fletcher countered with a citation 
from an opinion by Justice Brandies of the U. S. Supreme 
Court in Galveston Electric Co. vs. City of Galveston to the 
effect that federal corporate income taxes must be deducted in 
determining what is a fair rate of return. He cited other court 
opinions and a Commission decision expressing accord with that 
view. Removal of the rate increases certainly would not help 
the war effort, Mr. Fletcher said. 


Argument by Souby 


J. M. Souby, general solicitor of the A.A.R., asserted that, 
because it had been “so many years” since railroads had had 
a chance to earn a fair return on the investment in their plant 
and equipment, the petitioners for cancelation of the rate in- 
creases regarded such a fair return as marking the upper limit 
to which railroad earnings might be allowed to go, rather than 
the lower limit below which they might not lawfully be re- 
duced by public regulation. 


“One of the fundamental principles developed by the Com- 
mission early in its career and adhered to ever since,” Mr. 
Souby said, “is that the reasonableness of a rate must be meas- 
ured by the results of its application over a period of years, 
the average of which may fairly be regarded as reflecting nor- 
mal conditions, and not by its results in a brief and admittedly 
abnormal period.” 


Excess capacity, built up in pre-depression years, had en- 
abled the railroads to handle the present heavy volume of war 
traffic, he said. He added that the railroads must prepare in 
time of peace for operation in time of war, and must prepare 
in wartime for the exigencies of peacetime. He said the “funda- 
mental fallacy” of the petitioners for cancelation was that they 
ignored “the distinction between an industry devoted to public 
service and the ordinary rank-and-file industry,” or the dif- 
ference between a regulated and a non-regulated industry. 

Resuming his oral argument the morning of Feb.’11, Mr. 
Souby assailed contentions made by the O.P.A. representatives 
at the hearing. He referred to assertions by Mr. Swiren that 
the inflation-control program provided for equality of treatment 
for all classes and to Mr. Swiren’s observation that President 
Roosevelt had declared that profits must be kept low. Mr. Souby 
said O.P.A. efforts to effect low profits had been directed pri- 
marily at the steel and non-ferrous metals industries and were 
now aimed at the railroad industry. He suggested that the basis 
of farmers’ profits be considered, and that the price-control act 
did not say that farm profits should be held down. 


Mr. Souby “dramatized” the hypothetical case of a skilled 
workman turning out a product at piecework rates “‘set by some 
of the several government agencies concerned with wages,” 
Who, as war increased the demand for the product, worked 
overtime and at a faster pace and thus, “within a year or so,” 
earned far more than he had earned before. To O.P.A. charges 
that he was profiteering, the worker said the average payment 
he received for a unit of the product was less than before the 
war. The O.P.A. then averred that the worker was making more 
money than he had made in the period 1936-1939, selected by 
itas a basis for comparison, to which the worker’s objection 
was that in those years he was working hardly at all and mak- 
Ing hardly anything. The O.P.A. then decided, according to 
Mr. Souby’s illustration, that the worker might go ahead and 
produce as much as he could but would be limited to the mini- 
mum rate of 40 cents an hour prescribed in the fair labor 
Standards act. 


“Now, of course, that never happened, and can’t happen, 
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but it is a close parallel to the attitude of the O.P.A. in this 
case,” said Mr. Souby. 

Asked by Commissioner Rogers whether the record showed 
the earnings of various war industries such as shipyards, auto- 
motive manufacturing plants and others, Mr. Souby said it did 
not. He added that there was no comparison between regulated 
and unregulated industries. 

N. E. Morehouse, for the Chicago & North Western Rail- 
way Co., urged that passenger fare increases be permitted to 
continue in effect and that commutation fares be included in 
that category. He showed that commuters accounted for about 
18 per cent of the passenger business of the North Western. He 
discussed costs of the commutation business. 

J. R. VanArnum, on behalf of the National League of 
Wholesale Fresh Fruit and Vegetable Distributors, in the course 
of arguments by shipper organization spokesmen, said the Ex 
Parte 148 increases were unnecessary and that all rate increases 
constituted a substantial burden on the industry he represented. 
P. Tocker, for the National Cotton Council of America and 
others, elaborated on contentions made in a statement he had 
filed with the Commission at the hearing. R. O. Youngerman, 
for the Structural Clay Products Institute, said the Ex Parte 
148 increases on firebrick and other clay products operated to 
the disadvantage of such products in competition with certain 
cement products. 

m4. T. 


John S. Burchmore, counsel for the National Industrial 
Traffic League, said that while the League did support the 
O.P.A. in its functions of combating inflation, it was opposing 
the O.P.A. in this case for the reason, among others, that the 
O.P.A. spokesmen were “claiming many things not definitely 
established by law or sanctioned by Congress.” He referred to 
a statement by Mr. Swiren that the keynote of the inflation 
program was equality of sacrifice and equality of hardship in 
time of war. 

Was it the O.P.A. keynote that hardship and sacrifice were 
nice things to have and that there should be enough to go 
around, or should there be efforts to reduce sacrifice and hard- 
ship? he asked. 

He cited definitions of inflation as submitted to Congress in 
testimony by former Price Administrator Henderson on several 
occasions and showed that such definitions did not agree with 
the one Mr. Gilbert had offered at the hearing, to the effect that 
inflation was any increase in price. Mr. Burchmore also dis- 
cussed at length the history of price control legislation and 
mentioned, among other things, an appearance by Mr. Hender- 
son before a Congressional committee in which the price ad- 
ministrator submitted a 7-point anti-inflation program outlined 
by the President, in which not one word was said about the 
inflationary effect of freight rates. Mr. Burchmore contended 
that the O.P.A. position that federal taxes were intended to 
skim off excess profits escaping the price control method was 
“extreme.” He said he thought, when he paid his taxes, that 
he was helping to support the government. He suggested that 
it did not bolster cooperation of American citizens with their 
government when the O.P.A. said, “Darn you, we’re going to 
make you share in hardships of others.” He opposed any re- 
quirement by the Commission that the railroads earmark the 
avails of the Ex Parte 148 increases for specific expenditures. 
He contended that the economic stabilization program did not 
have priority over everything else. 

F. N. Oliver, of Washington, representing the Railroad 
Security Owners’ Association, discussed the effect of removal 
of the increases on bankrupt railroads, saying that in 1941 and 
1942 several reorganized lines had failed to obtain revenue 
necessary to “service” the capital structures made by the 
Commission. 

A. T. A. 


Roland Rice, spokesman for the American Trucking Asso- 
ciations, Inc., said that motor carriers simply could not afford 
any increase at all in the general level of rates. Although motor 
carriers greatly increased the tonnage carried in 1942; and at 
the same time reduced the vehicle miles operated, nevertheless 
their present operating ratio had increased to 93 per cent, he 
said. As to the opposition of O.P.A. to continuance of the in- 
creased rates, he said that, at the St. Louis hearing, O.P.A. 
had not claimed that the increases were illegal, and that its 
general maximum price regulation on motor contract carrier 
rates had been made in the light of the Commission’s decision 
in Ex Parte 148. 

C. E. Cotterill, appearing for the Middle Atlantic States 
Motor Carrier Conference, said that since the decision in Ex 
Parte 148, the full impact of the inflationary course of the 
government had hit the industry, and that the wage increases 
approved by the director of economic stabilization would be 
not less than 15: per cent for the carriers in the northeastern 
states. This he said, made it imperative that, instead of “pro- 
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ceeding with a rate reduction, the motor carriers of the north- 
eastern states have taken the initial step for a 10 per cent 
increase,” and added that this “is not enough.” It would, he 
said, complicate further the problem of the motor carriers to 
reduce railroad rates. Motor rates, he said, “must be made in 
the light of railroad rates.” 

Mr. Cotterill said that our national government had de- 
veloped and imposed for ten consecutive years an intentional 
policy of inflation. When that policy had made itself felt in the 
railroad industry, its rates had been increased to meet wage 
increases specifically, said he. Either that increase was so small 
that it had no great effect, he said, or it had been completely 
assimilated in the price structures of commodities which, sub- 
sequently, the government has fixed under price control. Now, 
with no suggestion that the government is going to inaugurate 
a deflationary policy generally, he said, “the suggestion here 
is to reach out to one branch of industry that is doing a swell 
job and say, ‘Your price must be reduced’.” 

Swiren Rebuttal 

In rebuttal, Mr. Swiren took issue with the railroads’ con- 
tention that the O.P.A. function was limited to prevention of 
price increases. He quoted from the price control act of Oct. 2, 
1942, a provision that “the President may make adjustments.” 
He also quoted from a statement by Economic Stabilization 
Director Byrnes the assertions that corporate profits before 
taxes had risen to unprecedented peaks, that it was desirable 
to keep costs and profits down, that excess profits provoked 
demand for wage increases and that the O.P.A. was reviewing 
the present structure of prices and would reduce prices where- 
ever exhorbitant profits continued to exist. 

“We are only asking the Commission to bring the railroads 
into line with the stabilization program,’ Mr. Swiren said. 

He referred to a statement by Mr. Fletcher to the effect 
that the country could carry on the war without price control 
though it might mean suffering for some time after the war. 
This declaration by a railroad spokesman showed that the rail- 
roads were out of step with the President and the rest of the 
nation on the stabilization program, Mr. Swiren said. He con- 
tended that the railroads’ treatment of the whole problem of 
inflation had been casual. He said that profits aroused discontent 
among those whose profits had been curtailed. Removal of the’ 
increases would in the case of commodities shipped f.o.b., auto- 
matically reduce prices, Mr. Swiren contended. He said the 
minimum rates necessary for the amount of service required 
must be the maximum rates in time of war. No one had ven- 
tured the statement that removal of the increases would impair 
the ability of the railroads to perform their job, he added. He 
said there had been “an unholy refusal’ by the railroads to 
offer any “projection” of earnings for 1943. The concept that 
the railroads should be permitted to pass on their taxes to con- 
sumers challenged the wartime obligation of a citizen to his 
country, Mr. Swiren contended. He said that in the last war 
courts of several states had decided such tax questions in favor 
of the consumer. Asked by Commissioner Aitchison to submit 
citations of such cases, for the record, Mr. Swiren agreed to 
do so. 

Mr. Swiren said that on the basis of a recent statement by 
the Commission’s Bureau of Transport Economics and Sta- 
tistics, the net railroad earnings on the lower of two valuation 
bases, after taxes, would be 7.37 per cent, and, on the higher 
valuation basis, 8.3 per cent. In 1943, he said, the profit figures 
would be even more “sensational.” 

In conclusion, Mr. Swiren urged the Commission to act 
promptly in “joining the fight on inflation.” He said each day 
of delay in revoking the increases authorized in Ex Parte 148 
cost the American people $1,250,000. 

At the close of the argument, Chairman Alldredge an- 
nounced that briefs might be submitted in lieu of oral argu- 
ment by Feb. 15. 

Identical verified statements, in lieu of appearances, as 
permitted by the procedure set up by the Commission for the 
instant hearing and argument, have been filed by Western 
Pennsylvania Coal Traffic Bureau and Eastern Bituminous Coal 
Association. Their position was that they offered no objection 
to the continuance of the increases for the war emergency pe- 
riod, and that they felt it desirable to “sequester” the revenues 
resulting from the increases for additions and betterments, or 
for the reduction of debt. 

In a brief on behalf of the Southern Pine Association, A. 
G. T. Moore, its traffic manager, took issue with the contention 
set forth in a statement filed earlier by the West Coast Lum- 
bermen’s Association to the effect that the Commission should 
authorize, in lieu of a straight percentage increase in lumber 
rates, a 6 per cent increase with a maximum of 2.4 cents a 
hundred pounds. A change to the method sought by the west 
coast lumbermen would result in a much higher increase on 
lumber from the south than would apply to west coast lumber 


and would be “manifestly unfair” to the southern producers, 
Mr. Moore said. 
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North Dakota lignite producers, in another brief in Ex 
Parte 148, asked the Commission, in the event it found from 
the evidence that mere modification rather than complete can. 
celation of the previously authorized increases was justified, to 
limit the increase on lignite to an amount approximately half 
of that applied to bituminous coal. Cited in the brief was a 
telegram from the Commission, dated March 5, 1942, to the 
effect that in view of the small rate increase authorized on coa] 
it had deemed no decision necessary with respect to the ques- 
tion of special treatment for lignite. The North Dakota lignite 
producers averred that “the lower rank of lignite for rate-mak- 
ing purposes has been repeatedly recognized by your Com- 
mission.” 

In a brief on behalf of the Southern Hardwood Traffic As- 
sociation, J. V. Norman, attorney, submitted to the Commis- 
sions contentions substantially the same as those stated in the 
Southern Pine Association’s brief. 


Freight Forwarder Rulings 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders has issued its first administrative ruling under 
part IV of the interstate commerce act, section 410. Director 
Talmage said the ruling was made in response to questions 
propounded by the public and that rulings of this kind were 
tentative and provisional, and were made in the absence of 
authoritative decisions on the subject by the Commission. 
The ruling follows: 


Question 1: On and before May 16, 1942, a freight forwarder, sub- 
ject to part IV of the interstate commerce act, was engaged in for- 
warding commodities generally between New York and New England 
on the one hand and Chicago and St. Louis on the other. On or before 
November 12, 1942, this freight forwarder filed an application for a 
permit pursuant to the provisions of section 410, and in that appli- 
cation requested authority to serve the Pacific coast states. May the 
freight forwarder extend its operations to the Pacific coast states with- 
out first obtaining a permit from the Commission? 

Answer: No. The mere filing of an application for a permit to 
serve the Pacific coast states confers no rights upon the applicant. The 
applicant may continue the operations in which it was engaged on or 
before May 16, 1942, until the Commission determines otherwise, but 
4 — not extend its operations without first obtaining specific au- 

ority. 

Question 2: On and before May 16, 1942, a freight forwarder, sub- 
ject to part IV of the interstate commerce act, was engaged in for- 
warding paper and paper products throughout a wide geographical 
area. On or before November 12, 1942, the freight forwarder filed an 
application for a permit pursuant to the provisions of section 410 of 
the act, and in that application sought authority to forward com- 
modities generally. May this freight forwarder engage in forwarding 
ee generally without first obtaining a permit from the Com- 
mission? 


Answer: No, for the reasons given in the answer to question No. 1. 





TEXTILE PRODUCTS TO EAST 
The Commission, division 2, by an order in MC C-358, 
Minimum Rates on Textile Products to Eastern Ports, has in- 
stituted an investigation into and concerning the reasonableness 
and lawfulness otherwise of minimum rate restrictions and 
minimum rate stops, and the rules, regulations and practices 
affecting such minimum rate restrictions and minimum rate 
stops applicable to the transportation in interstate or foreign 
commerce of textiles and textile products from and to points 
named in tariffs MF I.C.C. 282 of Southern Motor Carriers 
Rate Conference, MF-I.C.C. A90 of Middle Atlantic States 
Motor Carrier Conference, Inc., and MF-I.C.C 87 of R. S. 
Cooper, maintained by carriers parties to such tariffs. All car- 
riers parties to the named tariffs had been made respondents 
and the matter is to be assigned for hearing with I. and S. 

M-2179 at a time and place hereafter to be fixed. 


P. R. R. EQUIPMENT FINANCING 


The Pennsylvania Railroad Co. has applied to the Com- 
mission, in Finance No. 14109, for authority to assume, as guar- 
antor, obligation and liability in respect of a proposed issue of 
$6,450,000 of equipment trust certificates, series N, to finance 
80 per cent of the cost of new equipment (or equipment sub- 
stituted therefor) to be acquired under an equipment trust and 
lease. 

The railroad said it desired to obtain, through an equip- 
ment trust lease, the use and ultimately the ownership of 5 
electric passenger locomotives, 51 steam locomotives and tend- 
ers, 30 steam locomotive tenders, 6 Diesel-electric switching 
locomotives and 1,000 gondola cars, estimated to cost not less 
than $15,300,000. The sale of the $6,450,000 of certificates, it 
said, was to provide funds to be applied to the cost of equip- 
ment expected to be delivered within the near future, and as 
and when funds were required to finance the acquisition of ad- 
ditional units, supplemental applications would be filed. 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





(Circuit Court, Appellate Division, First Department.) Un- 
der the Carmack Amendment, an initial carrier, to which mer- 
chandise is delivered for interstate shipment, is liable for any 
loss or damage caused by negligence of any connecting carrier 
over whose lines such merchandise passes. Carmack Amend- 
ment, 49 U. S. C. A. Sec. 20 (11). 

It is the carrier’s duty to use reasonable care to protect 
shipper’s property from damage and to exercise reasonable 
diligence and foresight in endeavoring to save it or prevent 
further loss after shipment has been delayed by an act of God. 

In action against railroad company for damage to ship- 
ment of leaf tobacco, delivery of which was delayed because 
of flood conditions on a connecting carrier’s lines, evidence held 
sufficient to support finding that damage was not caused by 
act of God, but by defendant’s neglect and lack of due care, 
diligence and foresight in failing to ventilate sealed car in 
which tobacco was carried during period of delay and to notify 
plaintiff of such conditions without unnecessary delay. (Gen- 
eral Cigar Co. vs. Reading Co., 38 N. Y. S. 2d 636.) 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, D. New Jersey.) Under the Commerce Act 
and the Urgent Deficiencies Act, The District Court has juris- 
diction of suit by a short switching railroad, serving railroads, 
industries and steamship piers along waterfront, to review an 
order of the Insterstate Commerce Commission dismissing rail- 
road’s complaint brought to secure a determination by the 
Commission as to equitable division of joint through rates on 
lighterage-free freight interchanged: by railroad with steamship 
company. Jud. Code Secs. 24(28), 208, 209, 211-213, as amended, 
= te 3 A. Secs. 41(28), 46, 45, 48, 45a; 28 U. S. C. A. Secs. 

The effect of Interstate Commerce Commission’s dismissal 
of complaint brought by short switching railroad to secure a 
determination as to equitable division of joint through rates on 
lighterage-free freight interchanged by railroad with steamship 
yw was to establish the current practice as the approved 

ivision. 

The District Court has jurisdiction to review order of 
Interstate Commerce Commission, and although Commission’s 
determination upon matters of fact are binding, the court may 
set aside order if parties are not accorded a fair and complete 
hearing, if Commission’s finding are not supported by evidence, 
or if rates established by Commission result in a deprivation 
of property without due process of law. 

_In determining what would constitute an equitable division 
of joint through rates on lighterage-free freight interchanged 
by short switching railroad with steamship company, the ques- 
tion of where transportation by rail ended was an “adminis- 
trative question,” and even though court in reviewing commis- 
Sion’s action might reach a different conclusion, court would 
be required to sustain Commission’s order if there was evidence 
to support Commission’s findings. 

In proceeding by short switching railroad to secure de- 
termination by Interstate Commerce Commission as to equitable 
division of joint throught rates on lighterage-free freight inter- 
changed by railroad with steamship company, evidence sus- 
tained finding that rail transportation ended when railroad 
Placed freight car upon cradle which was lifted by a crane 
from the dock to the vessel, and that railroad was not entitled 
to collect any amount as transportation cost to reimburse it for 
omg made to steamship company for use of company’s 

ilities. 


In determining whether short switching railroad was en- 
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titled to receive any portion of charges for transportation of 
lighterage-free freight for purpose of making payments to 
steamship company for right to use company’s facilities in lift- 
ing freight cars to vessel without breaking bulk, contract 
between steamship company and railroad was to be examined 
carefully where railroad was a subsidiary of the steamship 
company. 

In proceeding by short switching railroad, which was a 
subsidiary of steamship company to which it was obligated 
under contracts to pay for use of company’s facilities which 
made possible transfer of freight cars from dock to vessel 
without breaking bulk, to determine equitable div:sion in joint 
through rates on lighterage-free freight interchanged by rail- 
road with steamship company, Interstate Commerce Commis- 
sion’s dismissal of question of railroad’s right to some compen- 
sation to reimburse it for payments under contract, on theory 
that railroad would receive same facilities irrespective of 
payments, was improper because of failure to consider all 
aspects of the question. 

The burden of proof in attacking established railroad rate 
rests upon complainant. 

Where there is a lack of basic findings by Interstate Com- 
merce Commission in rate case, the court need not examine 
the evidence and spell out conclusions of fact. 


Where evidence does not support findings in a rate case, 
holding of Interstate Commerce Commission should not be 
sustained. 


Where short switching railroad engaged in transferring 
freight from trunk lines to vessel made use of facilities of 
steamship company which made possible transfer of freight cars 
from dock to vessel without breaking bulk, Interstate Com- 
merce Commission, in making an equitable division of joint 
through rates on lighterage-free freight interchanged by rail- 
road with steamship company, should have determined whether 
company’s facilities were an efficient aid to railroad transporta- 
tion, the worth thereof to railroad, a legitimate payment there- 
for, and what division of through rate would be neither preju- 
dicial nor preferential to railroad and trunk lines. (Hoboken 
Manufacturers’ R. Co. vs. United States, 47 Fed. Supp. 779). 





(Supreme Court, Appellate Division, Third Department). 
Evidence justified Public Service Commission’s denial of appli- 
cation for a grandfather certificate for public convenience and 
necessity to operate as a “common carrier by motor vehicle” 
transporting household goods, on ground of failure to show that 
applicant actually transported property over state highways 
in its own vehicles or vehicles over which it exercised complete 
control. Public Service Law, Sec. 1 et seq. 


A corporation in order to become a “common carrier by 
motor vehicle,” so as to be entitled to a grandfather certificate 
of public convenience and necessity, had to have direction and 
control of the motor vehicles which did the carrying for the 
corporation, so that it would be responsible to shipper and 
public for their operation, and had to stand with respect to 
motor vehicles which it used in relation of proprietor by virtue 
of ownership, lease or other arrangement, mere user in absence 
of control or direction, even though exclusive, being insufficient. 
Public Service Law, Sec. 1 et seq. (Allied Van Lines vs. 
Maltbie, 38 N. Y. S. 2d 617). 


* WRIGHT MOTOR AUTHORITY 


E. Y. Webb, judge of the federal court for the western 
North Carolina district, at Shelby, has issued an order staying 
the effective date of the Commission’s order in MC 74367, Billy 
Palma Wright, Common Carrier Application, “until the further 
orders of this court.” The court’s order said that it was not 
practical to assemble the judges, “as required by law,” to pass 
on the application and motion for an interlocutory injunction. 
The order in question, served June 23, 1942, and effective Jan. 
30, 1943, granted the applicant “grandfather” rights as to gen- 
eral commodities between Asheville, N. C., on the one hand, 
and Baltimore, Md., Philadelphia and Conshohocken, Pa., and 
the New York city commercial zone, on the other hand. The 
applicant had asked for authority to continue operations in 
New York, New Jersey, Pennsylvania, Delaware, Maryland, 
District of Columbia, Virginia, North Carolina, South Carolina, 
Georgia, Tennessee, Ohio, West Virginia, and Kentucky. 

It was pointed out in the Commission’s legal bureau that 
the urgent deficiencies act of Oct. 22, 1913, required that a 
three-judge court pass on orders of the Commission. It was 
further pointed out, however, that on a showing of danger of 
irreparable damage, a single judge might, under the rules of 
civil procedure, issue a stay for a period not exceeding 10 days, 
but that the language of the instant order made it, in effect, 
an indefinite stay of the Commission’s order. No decision had 
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been made, it was said in the bureau, as to what action would 
be taken. 


The case was docketed in the federal court as Civil Action 
No. 431, Billy Palma Wright, doing business as Wright Motor 
Lines, vs. United States of America and the Interstate Com- 
merce Commission. 


R. R. Reorganization Fee Case 


The Supreme Court of the United States, Feb. 8, in an 
opinion delivered by Justice Roberts in Nos. 387-388, Recon- 
struction Finance Corporation, petitioner, vs. Bankers Trust 
Co., trustee, reversed the U. S. Circuit Court of Appeals, eighth 
circuit, holding against the finding of the lower courts that a 
district court having jurisdiction over a railroad reorganization 
under section 77 of the bankruptcy act might make an allow- 
ance to an indenture trustee for service rendered in connection 
with the proceedings and plan without prior reference to the 
Interstate Commerce Commission for the setting of a maximum 
in accordance with the procedure provided by section 77(c) (12) 
of the bankruptcy act. 

Justice Roberts said the controversy arose in a proceeding 
under section 77 for the reorganization of the St. Louis-San 
Francisco Railway Company system, part of which was the 
Kansas City, Fort Smith & Memphis, under a mortgage of 


whose property the respondent Bankers Trust Company was 
trustee. 


The Supreme Court held that section 77(c) (12), provid- 
ing for the fixing of a maximum allowance by the Commission, 
applied to respondents’ claims, and that the provision in ques- 
tion was valid. In part, Justice Roberts said: 


Three diverse conclusions respecting the effect of § 77(c) (12) have 
been expressed by the courts. It has been held that the maximum 
fixed by the Conimission is in all circumstances binding and unalter- 
able. The court below has concluded that the subsection has no ap- 
plication to the claims of an indenture trustee, secured by a lien on 
the trust estate pursuant to the mortgage contract. The District Court 
of Connecticut has decided that the court may set aside the maximum 
named by the Commission, if found unreasonably low, and return the 
matter to the Commission for a fresh determination. The petitioner 
states its view that ‘‘while the statute is not entirely clear, judicial 
review of the maximum is permitted.’’ After mentioning matters of 
law which are for the court’s determination on review of the Com- 
mission’s report, such as whether the services in question are to be 
compensated under the provisions of the act, and others we need not 
mention, the petitioner refers to § 77 (e) which provides that the judge 
shall approve the plan if satisfied, inter alia, that the ‘‘amounts to be 
paid . . . for expenses and fees incident to the reorganization ... are 
reasonable, [and] are within such maximum limits as fixed by the 
commission’’ . It is suggested that if the judge finds that any 
allowance within the maximum would be unreasonably low he may 
thereupon, under § 77 (e), disapprove the plan and either dismiss the 
proceeding or refer the cause back to the Commission for further 
action. 

None of these views seems to us rightly to construe the statute. 
We think the Congress did not intend to deny the courts all power 
of review of Commission action in such cases. The statute plainly 
requires reference to the Commission of claims of the class under con- 
sideration, a hearing by that body, the setting of a maximum and 
action by the court on the footing of the Commission’s report. It 
does not contemplate a hearing de novo on the issue of the reasonable 
worth of the services rendered or the propriety of the expenses in- 
curred, or a reappraisal by the court of the facts. Moreover the 
procedure suggested by petitioner does not comport with the evident 
purpose of § 77 (c) (12) which appears to treat the court’s action with 
respect to such claims as a matter distinct from his final action on 
the plan as a whole under § 77 (e). a 

Our conclusion is that the function committed by the law to the 
Commission is the ordinary one reposed in a fact finding body and 
that its findings, supported by evidence, may not be disturbed by a 
court. This construction of the act leaves the court free to decide 
upon the basis of the Commission’s report all questions of law. With 
respect to the amount set as a maximum the only question of law 
which can arise is whether there is substantial evidence to support 
the Commission’s finding. If there is not the court may so hold, 
set aside the finding and return the matter to the Commission. Under 
the terms of the subsection the judge’s action upon the claim is sub- 
ject to appeal independently of other issues, to the Circuit Court of 
Appeals. 

Thus understood, we find no infirmity in the statute. The com- 
mittal to the Commfssion of the fact finding office raises no substantial 
question under the Fifth Amendment. In actions at law a jury is 
the traditional trier of facts, whose function as such is preserved and 
guaranteed by the fundamental law. But courts of equity, of admiralty 
and of bankruptcy, by themselves and their mandatories examine and 
decide disputed questions of fact; .and no reason is perceivéd why 
claims of the sort here involved should not be litigated, as are other 
claims against bankrupt estates, by such machinery and in such man- 
ner as Congress shall prescribe, saving to the claimant the right of 
notice and hearing, and such review as is provided by the statute 
as we construe it. 

At law the jury’s verdict settles issues of fact and defines rights 
subject only to questions of law. In administrative procedure, the 
findings of the administrative body may likewise be made conclusive 
of fact issues, and equally define rights and duties subject only to 
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questions of law. No question is made as to the competency of the 
Interstate Commerce Commission to appraise evidence and to draw an 
informed and intelligent conclusion as to what is a maximum reasop. 
able compensation for services rendered. Indeed, since most of the 
services are performed in connection with its activities it is probably 
in a better position to judge of their value to the organization than 
any court or other fact finding instrumentality. 

To prescribe a method of trial of facts, subject to a court’s super. 
vision in matters of law, is not, as respondent suggests, to destroy 
vested rights, but to provide a method of appraising and liquidating 
them. The statute awards the claim priority of payment, so that 
respondent is not called upon, as are some other classes of creditors, to 
suffer an abatement of its claim. 

The judgment is reversed and the cause remanded to the Dis. 


trict Court with instructions to proceed in conformity with this 
opinion. So ordered. 


Justice Douglas, joined by Justice Black, concurring, said 
he did not think the maximum allowance made by the Com. 
mission for fees and expenses was subject to review by the 
district court. 

Identical petitions for compensation were filed with the 
Commission and the district court by the Bankers Trust Com- 
pany. The latter reserved the right to object to the jurisdiction 
of the Commission as to the petition filed with that body. The 
court approved the amounts claimed and directed that they be 
paid out of cash deposited with the trustee. The Commisison 
fixed maxima below the amounts claimed. 


OHIO BUS DECISION 


The Supreme Court of the United States, per curiam, in 
No. 77, Dunn, Jr., et al., appellant, vs. State of Ohio, has dis- 
missed an appeal from a decision of the Ohio Supreme Court 
upholding requirement of the Ohio commission that a permit 
was necessary for transportation of passengers by bus under a 
private contract. The dismissal was “for want of a substantial 
federel question.” 


MOTOR ACT PROSECUTIONS 


Eastern Tennessee district, at Knoxville. Howe Transfer 
& Storage Co., of Knoxville, was fined $950 Feb. 1 on a plea of 
guilty to operating as a common carrier of property without 
authority, without rates on file, and with failing to require 
its drivers to keep daily logs as required by the motor carrier 
safety regulations. The court required $450 of the fine to be 
paid and suspended the remainder. 


REINSTATEMENT OF PRACTITIONER 

Jerome E. Lane, of Oak Park, Ill., suspended from practice 
before the Commission for one year by an order of Oct. 25, 
1941, has filed a petition with the Commission, in Ex Parte 
135, in the Matter of Jerome E. Lane, for reinstatement as 
class B practitioner, declaring that “he fully realizes the obli- 
gation of a practitioner to comply with the code of ethics 
and the rules of practice of the Commission, and has ‘learned 
his lesson.’” Lane stated that in order for him to maintain 
his family and earn an adequate livelihood he must be restored 
to all of the rights, as well as the obligations, of a practitioner 
before the Commission. Lane was suspended from practice 
with leave on or after one year to apply for reinstatement on 
making a satisfactory showing of good conduct and of appre- 
ciation of his responsibilities as a practitioner. 


ALTON REORGANIZATION 


By an order in Finance No. 14030, Alton Railroad Co. Re- 
organization, the Commission, division 4, has ordered that a 
report prepared, at its direction, by the Bureau of Valuation, 
on its investigation of the elements of value, and related mat- 
ters, of the property of the Alton and others, as of Dec. 31, 
1941, be filed in and made a part of the record of this pro- 
ceeding. 

By order of the federal district court at Chicago, the trus- 
teeship of the Alton Railroad has been made effective as: of 
February 7. The order was entered following ratification by 
the Commission of the appointment of Henry A. Gardner as 
trustee (see Traffic World, Jan 30, p. 252). 

The court has approved the appointment by Mr. Gardner 
of Owen A. West, Chicago, as trustee’s counsel, at an annual 
salary to be determined by the Commission. 


STATUS OF EXPRESS AGENCY 


Railway Express Agency, Inc., has filed a petition for re- 
consideration of the report of the Commission, division 5, in 
MC 66562, Sub. 190, Railway Express Agency, Inc., extension, 
embracing MC 66562, Sub. 356, Same, and MC 66562, Sub. 
359, Same. In its report the Commission, following the prin- 
ciple announced in Dixie Ohio Express Co. Common Carrier 
Application 17 M. C. C. 735, found the operation of the express 
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company under contracts with “star-route” carriers not those 
of a common carrier, and modified the findings in the prior 
report, 26 M. C. C. 641 (see Traffic World, Dec. 12, 1942, p. 
1397). The report said that the circumstances warranted the 
conclusion that the operator, rather than the Agency, was re- 
sponsible to the general public for the operation of the vehicles. 
However, on a finding that the proposed operations were re- 
quired by public convenience and necessity, due to cessation 
of rail services, the Commission said entry of an order would 
be deferred and held the proceedings open for 90 days to give 
the Agency time to submit a plan of operation in conformity 
with the report. 

The petition for reconsideration cited a number of facts 
“established of record,” which, it said, justified the conclusion 
that, in addition to its holding out, the service was in fact that 
of the express agency. Applicant, it said, solicited the traffic; 
the traffic moved under its billing; the traffic was handled by 
the operator only between applicant’s terminals, and moved as 
part of a complete, nation-wide service rendered by apnlicant 
and received, in addition to the truck haul, prior or subsequent 
movement by rail. Applicant, it said, designated the routes 
to be used, the time schedule, time and place for loading and 
unloading, and directed operator as to the care and protection 
to be given to shipments. The petition said that while the 
instant decision reversed the conclusion reached in the prior 
report, “it leaves unimpaired the major findings of fact in that 
report.” 

4 In the event the Commission denied the petition for re- 
consideration, the Agency asked for an extension of at least 
thirty days after such denial in the time allowed for filing the 
alternative plan as required by the report. 


BEKINS MOTOR RIGHTS 


Bekins Transportation Co., a proposed motor carrier of 
Seattle, Wash., has asked the Commission in MC F-2102, for 
authority to purchase all interstate operating authority 
granted under the “grandfather” clause of the act to Bekins 
Moving & Storage Co., a Washington corporation of Seattle, 
Wash., and of Bekins Moving & Storage Co., an Oregon cor- 
poration of Portland, Ore., and certain equipment belonging 
to the transferees. Payment, the application says, is to be 
made in the stock of the proposed corporation at par value, 
which will vest control of the proposed carrier in the two 
transferring companies. 

The application said applicants believed that through this 
transfer of rights certain general benefits would result, due 
to the elimination of one carrier, yet using all equipment. 
Centralized control, it said, would provide more efficient serv- 
ice, simplify tariff filings, and, through consolidation of ac- 
counting, would make records more accessible to the Commis- 
sion, and would reduce the need for employes, “thus assisting 
War Manpower Commission.” 


Foreign Grain to Mexico 


The Commission has issued an order denying a petition of 
Tex-O-Kan Flour Mills Co. of Dallas, Tex., for oral argument 
before the entire Commission on an application filed by it for a 
permit to move Canadian grain into Mexico under the Commis- 
sion’s car service order No. 103. That order prohibited rail- 
roads from accepting, moving, or furnishing cars for the move- 
ment of, grain, in carloads, originating in a foreign country and 
moving by rail through the United States, all-rail, to points in 
another foreign country, except on permission. 

The petition asked that a special permit be granted for 200 
cars, pending the effort of Tex-O-Kan to move the grain by 
some other means of transportation than all-rail; and asked, 
further, if negotiations for other means of transportation failed, 
that the Commission, “in consideration of the unusual and ex- 
ceptional circumstances of this case” permit transportation, all- 
rail into Mexico, the remainder of the cars involved in the 
transportation. 

The circumstances referred to, the petition said, were that 
on Dec. 15 and Dec. 17, Tex-O-Kan had completed a contract, 
supported by an irrevocable letter of credit binding the parties 
to perform in accordance with the terms of the contract, for 
the sale of 2,600.000 bushels of wheat. The Republic of Mexico, 
It said, accepted the bid price on Canadian grain which was 
from “four to five cents a bushel lower than the price of com- 
parable United States wheat,” a fact. it said, which resulted 
from the failure of the Department of Agriculture to maintain 
a subsidy on American wheat which would bring it to the level 
of the world price. 

Prior to completion of the deal, the petition said, Tex-O- 
Kan consulted the interested railroads to determine whether 
or not any doubt existed as to the ability of the roads to move 
the Canadian wheat, and had been advised that the movement 
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of 2,000,000 bushels (600,000 bushels, the petition said, were 
already in petitioner’s elevator at Galveston), would not over- 
tax the motive power of the roads. 106 cars have already 
moved, the petition said, and 200,000 bushels would be moved 
to Galveston, thence by water to Mexico, leaving 1,600,000 
bushels “yet in Canada to be moved on the contract in ques- 
tion.” 

The petition said Tex-O-Kan had no quarrel with the future 
application of Car Service Order 103, but was interested in pre- 
venting “its retroactive application to circumstances and con- 
ditions that existed Dec. 15 and Dec. 17 and that, in fact, existed 
on Jan. 12, 1943,” when the order was issued (see Traffic 
World, Jan. 16, p. 138). It called the Commission’s attention 
to the fact that the order prohibited the movement of grain 
but not of grain products, and said that the order “as thus 
worded and phrased has application only to the deal of peti- 
tioners and does not in any way affect any other move- 
ments. . . .” Special permits and general permits, it said, had 
already been granted excluding the movement of barley from 
Canada to Mexico all-rail-across the United States, and rice 
from Mexico to Canada (see Traffic World, Jan. 23, p. 204). 

American box cars, it said, were being moved empty into 
Mexico, and that the petitioner believed the number of such 
cars was sufficient to accommodate the movement of the grain 
in question, and said that the rail carriers involved were ready 
and willing to proceed with the movement. As the terms of 
Car Service Order 103 indicated that it had been issued at the 
request of the Office of Defense Transportation, the petition 
said, the matter of presenting the petition had been submitted 
to Director Eastman. He had authorized petitioner, the petition 
said, to say that he was not opposed to the presentation of the 
matter to the Commission in oral argument, and that O. D. T. 
would be represented at such argument. 


The petition said the request for oral argument was made 
because the petitioner was “being pressed for the performance 
under its contract, and now stands in a position to lose not only 
the profits from the sale and loss of the money spent in pro- 
moting it, but what is more important, petitioner will lose 
prestige that it has built up in the Republic of Mexico over a 
period of many years. In addition to these losses grave ques- 
tions are involved concerning the commitments of petitioner 
under its contract.” The situation was such, said the petition, 
that American grain could not be delivered on the contract in 
question without a loss of from four to five cents a bushel. 


POTASH, WEST TO EAST 


Rail carriers operating in the western district have filed 
a petition with the Commission for an investigation into rates 
on potash from Wendover, Utah, Trona, Calif., Carlsbad and 
Loving, N. M., and Johnstown, Colo., to points in the United 
States east of the Rocky Mountains. 


The petitioners asked that the Commission conduct the 
investigation so that rates from each of the producing points 
might be prescribed, reflecting the situation present in the 
transportation of potash from each of the producing points, 
declaring it was simply impracticable to fix properly rates by 
piece-meal adjustments on a commodity like potash where it 
was produced at far separated points. Piece-meal adjustments, 
they pointed out, in effect, would continue to bring complaints 
from the producers, as the petitioners said they had following 
the decision in No. 28438, Bonneville. Ltd., vs. Alton Railroad 
Co. et al., 245 I. C. C. 751. Specifically the petitioners ask the 
Commission to reopen No. 28438 and No. 28820, Potash Co. of 
America vs. Aberdeen & Rockfish et al., and other cases heard 
therewith, and cancel the hearing in No. 28921, American Potash 
& Chemical Corporation vs. Aberdeen & Rockfish et al., set for 


Feb. 24 at Brooklyn, N. Y., and conduct the investigation re- 
quested. 


Rail Wage Adjustment Order 


President Roosevelt’s executive order prescribing regula- 
tions and procedure with respect to wage and salary adjust- 
ments for employes subject to the railway labor act apparently 
brings such wages and salaries within the scope of the govern- 
ment’s economic stabilization program. What the net result 
of the action taken will be in a given wage dispute, however, 
it is pointed out, will not be known until specific decisions have 
been made (see Traffic World, Feb. 6, p. 313). 

Apparently the order contemplates the fixing of maximum 
wage and salary rates by the so-called emergency boards 
and/or the Economic Stabilization Director, and in certain 
instances by the chairman of the National Railway Labor 
Panel established recently by the President to provide for the 
appointment of emergency boards without organized railroad 
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labor making the usual threat to strike to get a board 
appointed under section 10 of the railway labor act. 

A significant provision in the President’s order, it is be- 
lieved, is that stating that, unless and except to the extent that 
the Economic Stabilization Director shall otherwise direct, the 
recommendations of the emergency board in regard to proposed 
changes affecting wages and salary payments shall, on the 
expiration of thirty days after the report is filed with the 
President, become effective. Further, the order requires an 
emergency board to certify that its recommendations conform 
to the stabilization program. 


Recommendations of emergency boards, under the railway 
labor act or the executive order creating the National Railway 
Labor Panel, are not binding on anybody. The President’s 
order, however, appears to make the finding of such boards 
hereafter—and while his latest executive order on the subject 
is in effect—effective as stated. 


Though the order takes the National War Labor Board 
and the Commissioner of Internal Revenue out of the railroad 
wage and salary picture hereafter, it provides that emergency 
board reports shall be filed with the National War Labor Board 
and the Commissioner of Internal Revenue as well as with the 
President and the Economic Stabilization Director. Regula- 
tions and general orders of the Commissioner of Internal 
Revenue and of the National War Labor Board, respectively, 
as to wage and salary changes permitted without specific 
approval, apply to carriers but such changes must be filed with 
the chairman of the National Railway Labor Panel and he 
may appoint an emergency board to report on such changes if 
he has reason to believe the changes may not conform to the 
general stabilization program. Otherwise, the order provides, 
the Panel chairman may permit such changes to be made 
effective. 

The net result of the order as to wage and salary changes 
therefore appears to be: General proposed changes in wages, 
such as those now involved in the demands of the organized 
railroad employes for increases. will go to emergency boards. 
The findings of these boards will be subject to revision by the 
Economic Stabilization Director and they will become effective 
as recommended by the board or as revised by the director. 
Other changes in wages and salaries will be subject, to the 
control of the chairman of the Panel as indicated. 

Neither the views of railroad management nor of railroad 
labor were followed by the President in his executive order. 
Railroad management wanted the National War Labor Board 
to pass on the wage increase demands. Railroad labor wanted 
an emergency board appointed by the chairman of the Panel 
but it did not say it wanted the findings of such a board to be 
made effective as provided by the President’s order, or that 
such findings should be subject to revision by the stabilization 
director. 


The executive order, it was believed, cleared the way for 
Chairman Leiserson, of the Panel, to appoint an emergency 
board from the members of the Panel to investigate and report 
on the wage increase and other demands of the so-called fifteen 
“cooperating” railroad unions, as requested by those unions. 
Chairman Leiserson had stated he was awaiting the issuance 
of an executive order clarifying the situation as to jurisdiction 
over demands for wage increases (see Traffic World, Jan. 30, 
p. 269). 

President Roosevelt’s remarks at his press conference 
December 18 (see Traffic World, Dec. 19. p. 1469). indicating 
that he believed the machinery provided by the railway labor 
act would be sufficient to handle the question of rail wage 
increases, had been joyfully received by railroad labor leaders 
as supporting their views that the old-time emergency board 
procedure should be followed, without reference to the stabiliza- 
tion program. 

Though the President’s executive order did not follow the 
railroads’ recommendations that the National War Labor Board 
exercise jurisdiction over rail wage increases under the anti- 
inflation act, it is believed it recognized the principle for which 
railroad management was contending—that railroad wage 
increases should be considered in the light of the standards 
of the anti-inflation act. The order, with its provisions relating 
to the stabilization program, represented a departure from the 
President’s press conference views as they were understood at 
the time they were made. 


Railroad Statement 


H. A. Enochs, chairman of the Eastern Carriers’ Con- 
ference Committee, J. B. Parrish, chairman of the Southeastern 
Carriers’ Conference Committee, and D. P. Loomis, chairman 
of the Western Carriers’ Conference Committee, handling the 
wage increase requests of the fifteen cooperating railway labor 
organizations, made the following statement relative to the 
President’s order defining the question of jurisdiction over 


the railway wage dispute between the carriers and nonoperat- 
ing employees: 
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The executive order sets the procedure for settling the most im- 
portant wage issue that has ever been presented in this country, we 
believe. 

The issue affects all class I railroads and nearly a million rail- 
road employes in every nook and cranny in the United States. The 
determination of this wage issue must necessarily set the pattern for 
every wage increase request in all industries hereafter to be presented 
to a government board. Its determination will probably settle the 
question as to whether or not inflation comes. 

William H. Davis, chairman of the National War Labor Board, 
in a speech January 21, 1943, pointed out that, eighteen months after 
January 1, 1941—eighteen months after ‘‘prices and wages began to 
chase each other upward’’—the War Labor Board, in its little steel 
decision, established a 15 per cent terminal point on wage increases— 
“called a halt to the tragic race between wages and prices by placing 
a definite ceiling over general wage increases.”’ 

The group of nearly a million railroad employes involved in this 
issue has already had more than a 15 per cent wage increase since 
January 1, 1941. It now seeks an additional increase of 20 cents 
per hour. If granted, this would mean a total increase of more than 
45 per cent over the January 1, 1941, base. 


“There must be no further increases in wages beyond the 
Little Steel formula except in limited and special cases to cor- 
rect patently gross inequities and to rectify plainly substandard 
wages,” said Economic Stabilization Director Byrnes in a radio 
address on inflation the night of Feb. 9. 

“General and indiscriminate wage and price increases will 
not solve any of our real problems. . . . The apparent advan- 
tages obtained by the groups benefited will prove short-lived 
and illusory during the war and will bring retribution even on 
these groups when the war is over. Those who demand them 
are only demanding another depression.” 

In view of the authority given the Economic Stabilization 
Director by the President in his executive order relating to rail- 
road wages, to pass on recommendations of emergency boards 
appointed to make recommendations in rail wage disputes, his 
remarks were believed to be significant as applied to the de- 
mands of the railroad brotherhoods and unions for increases 
in pay in excess of the Little Steel formula. 

Application of the Little Steel formula of the National 
War Labor Board results in approval of increases in straight 
time hourly rates to a point 15 per cent above the January 1, 
1941, level of such rates, in instances where increases granted 
since that date have aggregated less than 15 per cent. It has 
been pointed out that application of this formula to the wage 
increase demands of the railroad unions would mean that the 
non-operating employes, having had their pay increased more 
than 15 per cent in December, 1941, could not qualify for higher 
pay, and that the most the operating employes could hope to 
get would be an increase of 4.4 per cent, as they had obtained 
an increase of 10.6 per cent in December, 1941. 


MEDIATION BOARD CHANGES 


President Roosevelt has nominated William M. Leiserson, 
member of the National Labor Relations Board, and chairman 
of the National Railway Labor Panel recently created by exec- 
utive order of the President, to a member of the National 
Mediation Board for the term ending Feb. 1, 1946. 


Mr. Leiserson, formerly a member of the National Media- 
tion Board, which is the mediation agency created by the rail- 
way labor act, would retain his position as chairman of the 
National Railway Labor Panel, it was stated at his office. In 
the latter position his duties will be increased as the result of 
the executive order issued by the President relating to rail 
wages and salaries (see elsewhere). 

The Leiserson nomination was made to fill the vacancy 
— by the retirement of David J. Lewis as a member of the 

oard. 

The President also nominated H. H. Schwartz, formerly 
senator from Wyoming, to be a member of the board, filling 4 
vacancy caused by the resignation of Otto S. Beyer, announced 
at the White House when the nominations were sent to the 
Senate Feb. 11. The Schwartz appointment is for the term 
ending Feb. 1, 1944. 


Mr. Beyer obtained a leave of absence from the board to 
accept the position of director of the division of transport 
personnel of the Office of Defense Transportation. He asked 
the President to accept his resignation because, he said, h's 
O. D. T. duties and his membership on the War Manpower 
Commission were demanding his full time and energies and 
from all indication would continue to do so. In accepting his 
resignation the President expressed “deep appreciation of the 
real contribution you have made.” 

George A. Cook, chairman, is the third member of the 
mediation board. 
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Great Lakes Wage Increase 


The National War Labor Board has granted a wage in- 
crease Of $22 a month to 660 unlicensed personnel on the 23 
poats operated on the Great Lakes by the Interstate Steamship 
Company, Inland Steel Company, Bethlehem Transportation 
Corporation and the International Harvester Company. The 
men are represented by the National Maritime Union, C. I. O. 

The board directed that the companies and the union enter 
into negotiations immediately on the issues of passes, working 
rules, and method of hiring men. If these issues are not re- 
solved by negotiation before February 23, the parties are to 
refer the unresolved issues back to the board for final deter- 
mination. In part, the board said: 


The majority of the board holds the conviction that the board 
had acted to facilitate the getting of the ore down the lakes by direct- 
ing a wage scale which eliminates a previously existing inequality 
between the wages paid in the iron ore-carrying boats of these com- 
panies as compared with other boats on the Lakes. Certainly the 
employes on these boats who are expected to perform at a new high 
in efficiency should not be required to work at rates below those 
already established by the board on other Great Lakes carriers. 


In a dissenting opinion, the three employer members ob- 
jected that the board’s action “postpones settlement of the dis- 
pute when the time now remaining before opening of the Great 
Lakes to navigation is all too short.” 

The dissenting opinion also stated the employer members 
felt that the wage increase granted by the majority “is unjusti- 
fied and is not consistent with the wage stabilization policies 
of the board.” ‘ 

The board’s order directed that the increases are to be 
paid retroactively to that pay period beginning nearest to Au- 
gust 18, 1942, the date of the certification to the N. W. L. B. 
The board also ruled that employers may continue to grant 
so-called service bonuses to their employes in the coming sea- 
son without approval of the board if the bonuses do not exceed 
those paid in the past season. 


PENNSYLVANIA EMPLOYS WOMEN 


The Pennsylvania Railroad has announced that it has em- 
ployed more than 10,000 women to take the places of men who 
have joined the armed forces. Approximately 27,000 made em- 
ployes are serving in the armed forces, it says. The company 
has trained 30 women to serve as passenger trainmen on Phila- 
delphia suburban trains and Baltimore and Harrisburg local 
trains. Three of these have already begun service. The rest 
will be placed in service in a short time. 


APPEAL FOR RAILROAD WATCHES 


“Anyone having a railroad watch which he does not use 
for essential purposes can contribute to the war effort by 
selling it for railroad use,” said the consumers durable goods 
division of the War Production Board, Feb. 10. 

This appeal to the public followed discussions at the rail- 
road watch manufacturers industry advisory committee meet- 
ing with officials of the division, said the W. P. B., adding: 


An acute shortage of these exact timepieces, so necessary in the 
operation of today’s heavily-burdened and closely-scheduled railroads, 
was the major point of discussion. Substantial relief, it was said, 
could be achieved if the public would respond to the turn-in appeal. 

Anyone willing to sell his railroad watch into essential use can 
take it to his nearest retail jeweler, who will direct him to the local 
railroad watch inspector, if the jeweler himself does not act in that 
capacity. Or, an inquiry addressed to the Watch and Clock Unit of 
Consumers Durable Goods, War Production Board, Washington, D. C., 
will bring the necessary information. 


CHICAGO TRUCK WAGE DISPUTE 


Negotiating committees for Chicago truck operators and 
their drivers have submitted briefs to the trucking commission 
of the National War Labor Board on the question of the drivers’ 

' demands for wage increases under a new contract to become 
| effective, when the dispute is settled, on January 1, 1943. The 
_ drivers and operators’ committees submitted the briefs at the 
| Tequest of the commission panel, which held a hearing in the 
| Matter at Chicago January 18. Spokesmen for the two sides 
| did not reveal the contents of their briefs. They said they be- 
' lieved the commission, as arbitrator, would enter its decision 
; = the end of the month (see Traffic World, Jan. 23, p. 


RETIREMENT BOARD FIGURES 


Retirement benefit payments to railroad employes totaled 
» $10,804,978 in November, 1942, slightly more than for the 
Previous month, but 1.3 per cent less than in the peak month 
: of July, 1942, the Railroad. Retirement Board says in its De- 
_ Cember report. Through November, total benefit payments 

amounted to $610,802,291. Only 1,120 new annuity applications 


g 
z 
FS 
5 
t 

: 


377 


were received in the month, the fewest recorded in any month 
since the beginning of operations, except in April, 1942, when 
board activities were restricted by the move of its offices to 
Chicago. The new certifications brought the total to date to 
167,557, the report says. The balance in the retirement ac- 
count at the end of November was $186,575,497. 

Employes filed 8,700 claims for unemployment compensa- 
tion in the month, compared with nearly 11,000 claims in Octo- 
ber. In the month, approximately 7,000 benefit payments were 
made to unemployed workers, the payments totaling $153,500. 
The average initial benefit payments was $16.71, slightly lower 
than in October, 1942, but much higher than in November, 
1941, and the average subsequent payment was $23.06, lower 
than in the preceding month but higher than for the same 
month in 1941, says the report, adding that the increase over 
October was due primarily to the continuance on the rolls of 
a larger proportion of unemployed firemen, brakemen and 
switchmen, whose 1941 earnings were high. 

The board’s unemployment service: found jobs for 8,097 
workers in November, compared with 9,404 in October. It says 
there continued to be an acute shortage of maintenance of way 
workers in the southwest and Pacific coast sections. 


RAIL UNIONS’ WAGE DEMANDS 


Negotiations on the nation’s individual railroad lines over 
the five operating brotherhoods’ demands for a 30 per cent 
increase in wages, with a minimum increase of $3 a day, will 
generally begin February 515, railroad spokesmen at Chicago 
said. The demands were served January 25. Under the railway 
labor act, the unions and railroads had a maximum of 30 days 
from January 25 in which to open the negotiations. The rail- 
road Officials said they attached no significance to the fact that 
the majority of the lines had agreed with the unions to open 
conferences more than a week ahead of the deadline fixed 
under the act. They said the negotiations on the individual 
lines was only a formality leading up to negotiations on a na- 
tional basis (see Traffic World, Jan. 30, p. 269) 


RAIL EMPLOYMENT 


Employes of Class I steam railways, exclusive of switching 
and terminal companies, totaled 1,319,114 as of the middle of 
January, an increase of 12.96 per cent over January last year, 
but a decrease of 0.14 per cent under December, 1942, accord- 
ing to a compilation by the Commission’s Bureau of Transport 
of Transport Economics and Statistics of rail employment based 
on preliminary reports. The employment, as of the middle of 
January, 1943, was reported as follows: 

Executives, officials, and staff assistants, 13,569; profes- 
sional, clerical and general, 209,697; maintenance of way and 
structures, 266,413; maintenance of equipment and _ stores, 
365,928; transportation (other than train, engine, and yard), 
152,713; transportation (yardmasters, switch-tenders, and hos- 


tlers), 16,297; and transportation (train and engine service), 
294,497. 


RAILWAY HOURS OF SERVICE SUITS 

The district attorney for the United States at Chicago has 
brought two suits in federal court against the Chicago, Rock 
Island and Pacific and the New York Central, under sections 
61 to 64 of the railway hours of service act. In civil action 
No. 43C 140, the government seeks a $500 penalty on each of 
15 charges against the Rock Island, alleging that, on the basis 
of facts determined by the Commission, the defendant per- 
mitted Clarence V. Funk, its telegraph operator at Morris, 
Ill., to work longer than nine hours a day on 15 days in 
February, 1942, in violation of the act, which provides that 
railway telegraph operators work no longer than nine hours 
in any 24-hour period. In Civil No. 43C 141, the government 
alleges the New York Central employed W. H. Walters, a 
telegrapher at Matteson, Ill., longer than nine hours a day 
on each of 10 days in July, 1942, and asks a penalty of $500 
for each of the 10 alleged violations. Aggregate penalties 
asked in the two suits amount to $12,500. The plaintiff says 
the suits were filed at the request of the Commission. 


RAILWAY ACCIDENTS 


For the calendar year 1942 there were 13,369 steam railway 
accidents, resulting in 5,248 fatalities and 48,040 injuries, com- 
pared with 9,401 accidents for the calendar year 1941 which 
resulted in 5,086 fatalities and 37,811 injuries, according to a 
preliminary summary of steam railway accidents issued by the 
Commission’s Bureau of Transport Economics and Statistics. 

Accidents for December, 1942, totaled 1,464, resulting in 
442 fatalities and 5,280 injuries, as against a total of 915 acci- 
dents for December, 1941, resulting in 471 fatalities and 3,626 
injuries. Highway grade-crossing casualties amounted to 6,585 
for 1942 as against 6,816 for 1941, and 820 for December, 1942, 
as against 805 for December, 1941. 
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Air Transport Regulation 
The Traffic World Washington Bureau 


The House committee on interstate and foreign commerce 
concluded its hearings this week on H. R. 1012, the Lea bill, 
proposing amendments to the civil aeronautics act of 1938, as 
amended (see Traffic World, Feb. 6, p. 327). Following tes- 
timony by Col. Edgar S. Gorrell, president, Air Transport As- 
sociation of America, the committee heard William A. M. Bur- 
den, special aviation assistant to the Secretary of Commerce; 
Charles 1. Stanton, administrator of the Civil Aeronautics Ad- 
ministration; F. W. Reichelderfer, chief U. S. Weather Bureau; 
Edward Warner, vice chairman, Civil Aeronautics Board; 
William C. O’Brien, Post Office Department attorney; Roscoe 
Turner, of the National Aviation Training Asssociation, and 
Harry Stringer, of American Aviation. Much of the testimony 
related to the physical operation of airlines and to air naviga- 
tion facilities. Members of the committee indicated an interest 
in post-war aviation prospects. 

In a speech in the House criticizing Vice-President Wal- 
lace’s advocacy of “freedom of the air’—a part of Mr. Wal- 
lace’s “globaloney” thinking, as she put it—Representative 
(Mrs.) Clare Booth Luce, of Connecticut, lined up on the side 
of members favoring creation of a standing committee on avia- 
tion in the House. She said the need for a strong congressional 
committee made up of the ablest civilian aviation experts in 
the House was urgent and grave because the question of Ameri- 
ca’s place in the present and post-war civilian air world was 
the most important question confronting the nation today, due 
to the fact that the airplane had been the most dynamic instru- 
ment of this war and would surely be the most dynamic instru- 
ment of the peace. Freedom of the seas did not mean interna- 
tional peace, said she, in advocating that the United States 
claim complete sovereignty of its own skies “and take hence- 
forth in the skies that enlightened democratic leadership Great 
Britain held and still holds on the seas.” If “freedom of the 
air’ were put into practice, said she, civilian_and commercial 
planes of any nation could fly, with impunity and without 
question, over the harbors, rivers, mountains and all the land 
of any other nation. She doubted that the American people 
would countenance any such wholesale abandonment of the 
“sovereignty of American skies,’ “deeply as we trust our 
British allies today and tomorrow, and as we may, I hope, trust 
our Russian allies tomorrow and today.” 

As to regulation Mrs. Luce said: ‘Try to tell an.American 
pilot who has flown the towering Himalayas, the vast trackless 
wastes of Tibet, the deserts and jungles of Africa, and who 
dreams tomorrow of taking part in the great air traffic that 
will burst across the Polar Cap—that he must or ever will be 
‘regulated’ with reference to railroads and shipping, and he 
will laugh in your face. There is only one barrier in the use 
of airplanes and that barrier is man’s own inability to breathe 
and to keep warm in the stratosphere. This is a technological 
conquest which is not far off.” 


MAIL BY AIR WITHOUT SURCHARGE 


Representative Boren, of Oklahoma, in H. R. 1720, pro- 
poses that the Postmaster General provide, at the earliest prac- 
ticable date, and to the extent that facilities therefor are avail- 
able, for the transportation by air of all classes of mail, 
including parcel post, without surcharge, wherever delivery 
thereof would be speeded by the use of air transportation. 


AIR MAIL COMPENSATION 


The Civil Aeronautics Board has announced a new rate of 
payment for mail carried by United Air Lines Transport Cor- 
poration which it says will result in a reduction of approx- 
imately $1,700,000 a year, effective January 1, 1943, and states 
that early consideration will be given to a reduction in pas- 
senger rates. Under the new rate United, which carries more 
mail than any other domestic air line, will receive 0.3 mill a 
pound for mail carried on its entire system. Harllee Branch, 
member, dissented from the mail rate fixed by the majority, 
holding it to be too high. 

The board estimated that United might be expected to op- 
erate before mail pay at a profit of $4,167,722 with its present 
passenger and express rates per year, excluding federal taxes. 
The board said that United’s annual mail revenue for the future 
under the 0.3 mill a pound mile rate was estimated at $4,177,500 
and that the carrier’s profits from its entire passenger, prop- 
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erty and mail operation are estimated at $8,345,222 before 
federal income taxes. The board pointed out, however, that 
a substantial part of United’s estimated net income will be 
subject to the 90 per cent excess profits tax, and the remainder 
to a tax of 40 per cent. 


T. W. A. AIR MAIL RATE CASE 


The Civil Aeronautics Board, in a proceeding involving air 
mail rates on all routes of Transcontinental & Western Air, 
Inc., has ordered a reduction of those rates to a basis of 03 
mills a pound-mile. The board said its action would result in 
a reduction of $1,200,000 a year in T. W. A. air mail pay. 


AMERICAN AIRLINES FREIGHT CHART 


The airmail, express, and freight department of American 
Airlines, Inc., has prepared for distribution a shippers’ guide, 
in the form of a chart for wall or desk use, providing infor- 
mation about the exact sizes and weights of packages or crates 
the airlines are able to accept for shipment by air express, A 
table of maximum shipping dimensions makes it possible for 
shippers to determine in advance the exact height, width and 
depth his shipment may be, thus avoiding delay and loss of 
time at airports for recrating oversized shipment. 


No Money for Planning Board 


In reporting the annual independent offices appropriation 
bill this week the House committee on appropriations did not 
include an appropriation of $1,400,000 recommended by the 
Bureau of the Budget for the National Resources Planning 
Board. This is the board headed by the President’s uncle, 
Frederic A. Delano, and which issued the widely discussed 
report on national transportation policy. 

Testimony before the committee was that 5,000 copies 
of the huge report on transportation and 25,000 copies of “The 
Future of Transportation,” the document accompanying the 
report, had been printed. At the board’s offices it was stated 
that the cost of printing the large report was $11,762 and that 
the other document, a small publication, cost around $1,000 
for printing. 

_ Speaking in the House, Feb. 8, Representative Smith, of 
“eae said no more funds should be appropraited for the 
oard. 

“This agency is a grave menace to the American people 
and should be abolished forthwith,” said he. 


Representative Smith charged that the board had no au- 
thority “to plan a new economic and social order, as its ac- 
tivities clearly indicate it is undertaking to do.” He quoted 
the following from one of the board’s declarations: 


Taxation, tariffs, price regulation, transportation and power regu- 
lation, labor legislation, public works, credit control, and financial 
assistance are all potentially effective instruments which the federal 
government may wield in its efforts to promote the development of 
a nationally integrated locational structure. 


In his remarks, Mr. Smith, in part, said: 


The political planning cult elevates itself to the region of the 
gods and modestly tells us it ‘‘is a national resource.’’ 

That we knew before it told us. But what kind of resource is it— 
good or evil? It is a resource for spoilation, and in its worst form. 

Strip their model to the skin, remove the gilding with which they 
have adorned it, and what do we see? We see the state treasury. 
We see that bursary become a vast reservoir. We see pouring into 
it the earnings of our laborers. Behold, we see those fruits of labor 
being ladeled out to placemen and bureaucrats. 

Say what you will, here is the hub of their whole planning scheme. 
All their declamation, all their protestations for the poor and down- 
trodden, all their promises of Utopia revolve about it. 

Oh, yes, they gild their model with strong feeling of pity and love 
for the distressed. That is old stuff. As Bastiat pointed out, spoilation 
has always placed the fulcrum of its lever in heaven and sacrilegiously 
prided itself on the complicity of the gods. 


WAR PACKING PRACTICES 


The current issue (No. 10) of Acme Process News, of the 
Acme Steel Company, Chicago, features various uses of steel 
strapping employed outside of the usual peacetime applica- 
tions. Holding bullet sealing materials to airplane fuel tanks, 
strapping anti-aircraft shell tubes, parachute flare parts, army 
cots, compressing bales of wool to meet minimum freight re- 
quirements and “packing” oil pipeline for North Africa, are 
a few of the illustrations and descriptions meant to be of in- 
terest to shippers. Copies of Acme Process News are available 
without charge from Acme Steel Company, 2840 Archer Ave. 
Chicago, Ill. 
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A. W. A. Wartime Meeting 


Large Attendance at Industry Conference and American Warehousemen’s Association Annual 
Meeting at Chicago Hears Government and Industry Representatives Discuss 
Wartime Work and Problems 


By Rosert J. BAYER 


Officers of the American Warehousemen’s Association, re- 

e sponsible for planning the Wartime Warehousing Industry 
Conference, in connection with the fifty-second annual meeting of 
the Association, at the Edgewater Beach Hotel, Chicago, Febru- 
ary 10, 11 and 12, expressed amazement at the response of the 
industry. Registrations were well over 400, a high figure even 
for normal times, and more than 100 more than attended the 
annual meeting at French Lick, Ind., last year. There were 
few present without definite interest in the proceedings, how- 
ever, and almost no women, and entertainment found no place 
on the program. 

The business meetings of the association and of its two 
divisions—the merchandise division and the National Associa- 
tion of Refrigerated Warehouses—were held to bare essentials. 
Most of the time was devoted to one general and eight divi- 
sional sessions of the conference, at which an array of military, 
governmental and industry representatives discussed the impact 
of the war on the warehousing industry and the steps that 
industry had taken to meet its war obligations. 

Holding important places in these discussions were problems 
of food warehousing and distribution; the relationship of ware- 
housing to the activities of the Office of Defense Transporta- 
tion, and the question of dwindling manpower in the industry. 


Warehousing and the Food Supply 


Three representatives of the Food Distribution Administra- 
tion and a representative of the subsistence branch of the Army 
Quartermaster corps talked about the storage of food. They 
included W. C. Crow, chief, transportation and warehousing 
branch, Food Distribution Administration; J. P. Hatch, as- 
sistant to the director of the Administration; H. K. Osgood, in 
charge of the warehousing division, transportation and ware- 
housing branch of the Administration, and Col. Paul Logan, 
subsistence branch, Army Quartermaster Corps. Mr. Hatch 
and Mr. Osgood took part in discussions at both divisional con- 
ferences, and Col. Logan spoke on “The Procurement and Dis- 
tribution of Food Supplies to the American Army,” at the 
opening general conference. 


He characterized food as a war weapon of equal importance 
with armaments and munitions. A soldier needed both for 
efficient fighting, he said. He said the quartermaster procure- 
ment division had laid plans for army foodesupply as long as 
two years ago, but the tremendous growth of the plans of war 
operation since that time, plus the determination to give aid 
to our allies-in food supply, had already made those preliminary 
plans obsolete. Present needs of the procurement division 
totalled 30,000,000 pounds of food a day, 40 per cent of which 
was perishable and 30 per cent of which had to be kept in 
refrigeration. He described the depots that had been set up 
for the gathering and distribution of these supplies through 
three main plants and 39 centers. The Army now had more 
than 40,000,000 pounds of foodstuffs in those depots and centers, 
exclusive of eggs and dairy products, and expected to build its 
reserve in storage to 80,000,000 pounds, said he. The division 
was spending $65,000,000 a month, he said, but added that some 
of the food it was buying was for other government agencies 


| than the Army. All this meant that “America must take a 


hitch in its national belt,” he said, adding that “good citizens 
will seek ways to comply with rationing and other regulations 
rather than ways to evade those regulations.” 

Mr. Crow said that the existing warehousing facilities had 
proved adequate to the food needs of 1942 and that, except 
for grain, they would be adequate for 1943. There would not 

much increased need for such space in 1943, he said, except 


> for eggs and meat. That situation, he said, would be met if 
» §overnment buying agencies would coordinate their purchasing 
| and distributing activities, but that “remained to be seen.” 


€ Food Distribution Administration, he said, bought for 
lend-lease, some for the Army and Navy, and all of the food 
supplies for the Red Cross. In seeking storage space, he added, it 


» Sought that between the points of supply and the ports, look- 
' ing first for space that would permit shipping from alternate 
| Ports as cargo space became available. The Administration 
» Wanted to use public warehouses where they could be used, 


he added, because it didn’t want to speculate with government 
money in building warehouses for which there might be no 
need after the war. 

The discussion in which Mr. Hatch and Mr. Osgood joined 
brought out some interesting facts about lend-lease. Mr. Hatch 
said that storage for overseas food supplies would continue long 
after the war, because it was recognized that this country 
would have to feed the reconquered countries until they were 
rehabilitated. This meant that food warehouses need not appre- 
hend a falling off in the demand for space in them when the 
war ended. The federal government was already building its 
stock piles of foodstuffs for that purpose, he said, and American 
agriculture felt that its problem would only begin when the 
war ended. 

Mr. Osgood pointed out that warehouse flexibility was a 
particularly valuable asset in lend-lease food handling. When 
lend-lease first began, he said, our allies had promised that 
orders would be placed at least six weeks in advance of an- 
ticipated shipping dates, but the very first order had been for 
shelled eggs, place on a Thursday for Saturday loading at the 
port. It had continued “that way ever since,” said he. 


The Manpower Problem 


P. M. Finch, assistant to O. S. Beyer, director of the 
O. D. T. division of transport personnel, spoke on manpower 
at the general session of the conference. He said the govern- 
ment did not want to regiment labor, because that would be 
as hard on labor as it would be on industry. He said that ware- 
housing, as part of transportation, was an essential war indus- 
try, but that did not mean that men working in it would not 
be drafted. He suggested immediate steps among warehouse 
operators to make personnel inventories and to set up replace- 
ment training programs. He also advised examination of such 
surplusses in manpower as partially disabled and overage men, 
negroes and women as replacements. He predicted that, what- 
ever the situation might be at present, it would be worse 
before the end of 1943. By that time only irreplacable men in 
essential industries, within the draft ages, would be exempt 
from military service. Dependents would not insure deferment, 
he said. He advised employers to examine closely the cause 
for labor turnover. “Exit interviews” with resigning employes 
had proved efficiacious in many industries in reducing that 
turnover, he said. 

Lieut. Col. George A. Irvin, regional field officer, Selective 
Service System, Chicago, spoke on “The Industry’s Manpower 
Problems,” at both the merchandise and refrigerated divisions’ 
conferences. He repeated in stronger terms what Mr. Finch 
had said, that we were “rapidly approaching the point where 
physical disability and absolute necessity for keeping men in 
their jobs would be the only things that would keep men 
between 18 and 37 years of age, inclusive, out of the armed 
forces.” To the extent that there was deferment of able-bodied 
men between those ages, said he, the government was “loan- 
ing” the men to industry. The local draft boards were “brokers 
who made those loans and called them,” he said. He outlined 
procedures to be followed by employers seeking deferment for 
men considered essential, but warned that such deferments 
were for periods of only six months, the theory being that a 
replacement could be trained in that period. He advised em- 
ployers to work out “replacement schedules” with state selec- 
tive service directors, through which balanced drafting of their 
work forces over a period of months could be arranged. He 
also advised employers to work up “manning tables,” which 
he described as “inventories of workers.” The average business 
man, he said, knew much more about his stocks of materials 
than he did about his stock of workers. 

At the general conference session, Lieut. Col. S. Preston 
Smith, facility security officer, Sixth Defense Region, Office of 
Civilian Defense, Chicago, spoke on “Safeguarding the Plant 
and What’s in It.” He said that, next to the ship loaded with 
munitions on which the enemy submarines preyed, the ware- 
house was the chief objective of the saboteur. He said ware- 
housemen should strengthen their protection and inspection 
forces and not merely rely for safety on the routine inspections 
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of the insurance companies. He outlined the facility security 
program for plant protection developed by the Army and urged 
warehousemen to discuss their problems with the local heads 
of that service. Careful identification of workers in ware- 
houses and visitors to them was essential, he added. 


Oo. D. T. and Warehouses 


L. M. Nicolson, director, division of storage, O. D. T., 
spoke at the general conference and presided at question and 
answers periods at both divisional conferences. He said that 
some of the steps of the government and of the O. D. T. seemed 
to smack of regimentation. If they did so, they might be called 
“voluntary regimentation,” accepted in order to save the coun- 
try trom permanent regimentation and the loss of its liberties, 
he said. He complimented the warehouses on their cooperation 
in complying with O. D. T. general orders 1 and 18. The 
former, he said, had saved the railroads 70,000 cars a week 
while the latter, although in effect only a comparatively short 
time, would probably serve also to “add cars to the supply.” 
He spoke of the Federal Emergency Warehouse Associations 
set up under O. D. T. auspices in 25 cities, and said the goal 
was 60 cities. He also reminded those present that the plan for 
voluntary allocation of space to the War Department, in for- 
mative stages at the association’s 1942 meeting, had become a 
full-fledged adjunct to the war effort under the name of the 
“Kansas City plan.” These cooperative movements on the part 
of warehousemen were at the root of the success of the war- 
time warehousing job, he said. Without them, there would have 
to be “government commandeering of warehouse space,” he 
concluded. 

Most of the questions submitted to him at the divisional 
conferences had to do with details of the two cooperative plans. 
‘there were other questions about manpower, and some about 
what seemed to the questioners to be unreasonable practices 
of governmental agencies in requisitioning warehouses and 
warehouse space. One of the latter had to do with space taken 
over by the Army and Navy and left standing vacant for 
months. To this Mr. Nicolson said, warningly, that civilians 
must not criticize the Army and Navy because they could not 
possibly know what the long-range tactical military plans 
were. 


Warehousing as a Wartime Industry 


At the February 11 merchandise divisional conference, John 
H. Frederick, professor of transportation and industry, school 
of business administration, University of Texas, spoke on ‘Pub- 
lic Warehousing as an Essential Wartime Industry.” He said 
warehousing was a more vital part of the war effort at present 
than it was in the first world war, because then its function 
was merely one of storage, whereas now it also encompassed 
the function of distribution. The railroads were taking a great 
deal of-credit on themselves for the job of transportation they 
‘were doing, he said, but if it weren’t for the work of the ware- 
houses they could not make such a record. He said the house- 
hold goods warehouses were doing a good job in holding up 
civilian morale because they furnished security for the effects 
of temporarily broken homes. 

There were a number of things the warehousing industry 
would do well to watch, he said, enumerating them as follows: 


1. Changes in distribution methods forced on manufacturers by 
wartime conditions may continue for some time after the war is over. 
Particularly will this be so if concentration takes place in many indus- 
tries. This will decrease the number of producers of many products 
and will, therefore, decrease the number of prospects for warehouse 
service. If the influence of the concentration continues long after the 
war is over this may be serious for the public warehousing industry. 

Fewer wholesalers will be in existence after the war is over. So 
when manufacturers can again produce for the consumer demand they 
may be forced into direct distribution to retail outlets. Ever since 1929, 
wholesalers and jobbers have been of declining importance as units in 
the marketing chain of many manufacturers and the public merchan- 
dise warehouses have taken up the slack by providing spot-stock storage 
and distribution facilities. This trend may be even more marked in 
post-war years. 

2. Changes in products themselves may affect their need for stor- 
age or in any event lessen the amount of space required. Dehydration 
of food products may take the place of canning to some extent. The 
frozen foods wil probably increase in importance, again affecting the 
canned goods industry, a very large user of public warehouse space in 
the past. Cther manufacturer products face similar modifications tend- 
ing te affect the need for warehouse services or storage space. 

3. Changes in methods of transportation will have an effect. Air 
transportation, for example, is bound to play an ever-increasing part 
in the marketing plans of manufacturers and other distributors. Quicker 
transportation from factory to effective consumption outlet may mean 
less need for spot stocks of those commodities able to stand the higher 
rate that is bound to be charged by air for some time to come. How- 
ever, for the greater part of the commodities handled through public 
warehouses costs of transportation will always be an important factor 
since they are so directly related to the price consumers must pay. 
Producers of staples of comparatively low value per unit of weight and 
bulk will probably not turn to air transportation as long as a cheaper 
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means of transport is available. The goods most likely to move by air 
will, for some time to come, possess one or more of the following 
characteristics: (1) A need for speed where business time, the time 
worth money, must be saved in getting them from one place to another, 
(2) High value, but low bulk, particularly where savings in financing 
and insurance costs may be lowered because of less time in transit, 
(3) Production in areas not accessible by other means of transportation, 

Every public warehouseman should, however, be alert to the pogsj- 
bilities of what may be done with the tonnage moving by air in the 
future and study the situation in his own city to see if there might be, 
possible need for warehouse facilities adjacent to the airports serving 
that community, particularly in connection with the coordination of air 
and motor services. Since it will be the traffic now moving by rail 
express that will first shift to the air, a warehouseman who wants to 
estimate how he may be affected by an increased use of air transporta- 
tion by his clients need only look at the volume of his rail express 


traffic today to get a pretty good idea of his immediate problem on 
this score. 


H. E. Paaren, analyst, priorities division, War Production 
Board, Chicago, spoke on “The Priorities System in Relation to 
Purchases by Merchandise Warehousemen.” His address was a 
technical description of methods of obtaining priorities, and the 
priorities to which warehousemen were entitled under W. P. B. 
regulations for maintenance materials and other goods and 
materials. He also answered questions, but asked that those 
questions and his answers not receive publicity, because there 
was danger of readers of reports of them arguing generally from 
particular instances. 


Willard A. Morse, Minneapolis, chairman of the association’s 
general traffic committee, spoke briefly on “Our Operations as 
Affected by Wartime Transportation Regulations and Methods.” 
He praised O. D. T. general order No. 18 as a measure tending 
to eliminate discrimination against warehouses, against whom 
quantity rates and low minimum carload rates worked. He sug- 
gested that warehousemen give thought to what might be done 
to effect such a regulation permanently, after the need for the 
O. D. T. had passed. 


Commenting from the floor, Ferris B. Martin, Minneapolis, 
Minn., praised the work of the car efficiency committees of the 
regional shippers’ advisory boards and said he was amazed at 
how little warehousemen generally knew about the activities 
of those boards and the present necessity for prompt loading 
and unloading of cars. He said few understood that the effi- 
ciency committees not only watched shipper practices, but were 
ready to go into complaints from shippers and receivers about 
inefficient railroad switching and line-haul service. 


Among those who spoke at the refrigerated warehouse divi- 
sional conference were J. R. Shoemaker, associate director, 
division of storage, O. D. T., on “A Year of Industry Perform- 
ance—What It Has Been and What It Needs to Be’; Col. H. R. 
MacKenzie, officer in charge, perishable section, subsistence 
branch, and John Hawkins, both of the Army Offfice of the 
Quartermaster General, on “Cooperation with the Armed Forces 
in the Storage of Perishables,’”’ and A. R. Current, chief, storage 
and terminals section, O. P. A., on “The A. B. C.’s of O. P. A. 
as Related to Refrigerated Warehousing.” 


Business Sessions 


The Rev. Benjamin M. Will, pastor of the Country Church 
of the City, Chicago, gave the invocation at the opening general 
business session of the association the morning of February 
10. W. W. Huggett, president, Illinois Association of Merchan- 
dise Warehousemen, welcomed the convention to the city. H. C. 
avery, general president, presided. 


Wilson V. Little, reporting as general secretary, said that 
he was dispensing with a formal report. The real reason for 
the gathering of the warehousemen was the conference and the 
business details were to be held to a minimum, he said. He 
reported a total membership in the association as of December 
51, 1942, of 688 as compared with 653 a year earlier. 

E. G. Erickson, Chicago, president, National Association of 
Refrigerated Warehouses; and J. W. Howell, San Francisco, 
Cal., president of the merchandise division, reported briefly for 
their respective divisions. Mr. Erickson said the industry was 
helping the war in two ways, first, by doing the greatest job 
in its history in quantity and efficiency, and second, by con- 
tributing the greatest sum in its history in taxes. 

President Avery’s address was also brief, concerning itself 
chiefly with the need of the warehousing industry to devote 
itself wholeheartedly, and without selfish motives, to the war 
job. In doing its job so far, he said, it had enjoyed good bus!- 
ness. There was no reason to fear anything but a continuation 
of good business for it after the war “if labor racketeers and 
government interference” could be eliminated, he said. 

The first business session of the merchandise division, the 
afternoon of February 11, was also brief. President Howell 
presided. Secretary Little reported a growth in membership 
from 320 to 329 in the year. R. M. King, Syracuse, N. Y:; 
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treasurer, reported a surplus of over $3,000 in the operations 
of the divisions in 1942. 

Sidney A. Smith, Chicago, reporting for the nominating 
committee, in place of the chairman, H. D. Crooks, Chicago, 
placed in nomination Paul W. Frenzel, St. Paul, Minn., for the 
presidency of the division. C. D. Johnston, Roanoke, Va., was 
nominated for the vice-presidency, and R. M. King, Syracuse, 
N. Y., as treasurer. For membership on the executive commit- 
tee, the committee nominated W. B. McKinney, Philadelphia, 
pa; T. F. King, Chattanooga, Tenn., and LeRoy D. Owen, Los 
Angeles, Cal. Elections were scheduled for the afternoon of 
Friday, February 12. Activities on that day included two con- 
ference sessions of each division, a business session of each, and 
the final general business session. 


Annual Dinner 


More than 500 attended the annual dinner the evening of 
February 11. There was no entertainment. Members of the 
association presented to President Avery and Mrs. Avery an 
elaborate silver service in appreciation of the work of the presi- 
dent in the year past. 

The speaker was David C. Prince, vice-president, General 
Electric Company, Schenectady, N. Y., on “After the War— 
What?” He illustrated with charts the mathematical and sta- 
tistical methods by which the Committee for Economic Develop- 
ment, of which he was a founder, was developing estimates of 
the job industry would have to do after the war ended. The 
conclusions were that industry would have to produce more 
goods, in varying percentages, in the consumable and semi- 
consumable fields, but that there would be a decline in the de- 
mands for some heavy goods. On the basis of pre-war statistics, 
national income could be railed to $135,000,000,000 annually, he 
said, and kept at that or a higher figure. There would be about 
a two-year lag for the changeover from war to peace production, 
but that would be bridged by the inertia required to stop war 
production and the time required for demobilization, he said. 


WAREHOUSING EMPLOYMENT 


Although employment needs of the public warehousing 
and storage industry were expected to rise only one per cent 
in 1943, large personnel turnover indicated possible man- 
power shortages before the end of the year, Otto S. Beyer, 
director of the division of transport personnel, Office of De- 
fense Transportation, said February 9. 

O. D. T. reports, based on the latest bi-monthly survey 
of the United States Employment Service, show that seventy- 
nine of the 108 companies included in the study had a 7.5 per 
cent a month personnel turnover in September and October 
of 1942. The turnover situation is attributed by the U.S. E.S., 
in individual instances, to unfavorable working conditions, to 
wages lower than those offered in war plants, to the irregular 
nature of the employment and to the grade of workers usually 
employed. 

In order to meet common labor shortages in large ware- 
house areas such as Chicago and Buffalo, where great num- 
bers of workers are hired on a part time basis, the U. S. E. S. 
has suggested that labor pools be established with men em- 
ployed on a full time basis moving from company to company. 
_ Factors contributing to the instability of employment 
in the industry were the closing of the fall moving season, 
completion of harvesting, apple and fruit storage, the clos- 
Ing of the salmon and shrimp season and the freezing of the 
Great Lakes. In addition, it was pointed out, employment 
trends were affected by a drop in food tonnage shipped from 
California, a decrease in certain types of storage demands 
and government leasing of storage space. 

Women constituted 9.1 per cent of the employes in the 
companies covered by the survey, and all but five concerns 
Teported women workers. While a majority of the women 
are engaged in office work, a number of companies stated they 
were also being employed wherever possible to replace men. 
Few companies are recruiting more non-white labor. 

A majority of workers employed in the industry are hired 
through unions. However, in last September and October, 
10 per cent of the new employes were placed through the 
United States Employment Service. The most recurrent em- 
Ployment demand of the industry is for part-time casual labor, 
and most of these workers are hired “at the gate.” 


G. 0. 18 AND CANNED FOODS 


“The shipment of canned foods from manufacturers and 
Processors to wholesalers and distributors is exempt, under cer- 
tain circumstances, from General Order 18 of the Office of De- 
€nse Transportation’s regulation, which forbids rail shipment 
of such goods in carload lots of less than 65,000 pounds,” said 
the Office of Price Administration Feb. 8, adding: 
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Under this exemption, shippers who must move canned foods to 
reach wholesalers and retailers in time for the canned goods ‘‘freeze,’’ 
in advance of rationing, but have insufficient stocks under present limi- 


tation orders to make up a carload of 65,000 pounds, are permittee 
to ship in smaller lots. 


This exemption is granted under section 500.23 (b) of O. D. T.’s 
General Order 18. 


O. D. T. officials cautioned, however, that such exemption would 
apply only in cases where shippers had made every effort to move 
goods in carload lots of 65,000 pounds, but were unable to do so be- 
cause of government limitation orders on canned foods. 

Shippers ‘moving canned goods under this exemption, must attach 
to the shipping instructions, a Certificate of Compliance, endorsed as 
follows: ‘‘The requirements of General Order O. D. T. 18 have been 
complied with in the loading of this shipment, except as authorized 


by section 500.23 (b).’’ This certificate must bear the signature of the 
consignor. 


Shippers are also advised to consult the railroads to ascertain what 
privileges are available for partial loading and unloading of carload 
shipments. O. D. T.’s General Order 18 requires the railroads to 
allow at least one stop, but there is nothing in the order, O. D. T. 
Officials point out, to prevent rail carriers from allowing additional 
stops for partial loading and unloading. 

O. D. T. Officials asserted that by taking advantage of stopoff 
privileges for loading, shippers would in many cases, be able to 
meet the 65,000-pound loading requirement of canned goods, and thus 
avoid shipment under the exemption clause. 

They emphasized that the exemption privilege was to be used only 
as a last resort, and that shippers availing themselves of it should be 
prepared to prove that such action was necessary under existing gov- 
ernment limitation orders. 


Truck Conservation 


Industry advisory committees in 52 key transportation 
centers have been requested to survey the operations of for- 
hire motor carriers—over the road and local cartage—in their 
territories and prepare suggested joint action plans to elim- 
inate any wasteful truck mileage that they may discover, the 
Office of Defense Transportation has announced. 

Each committee has been asked to take the following 
steps to stimulate joint action conservation plans: 


1. Survey the operations of all for-hire motor carriers within their 
respective class operating in or through their territory. This survey 
should include figures on the number of fully loaded, partially loaded 
and empty trips run by each operator during any given period. 

2.. Arrange a meeting, or meetings, of all carriers affected to 


discuss results of the survey, with particular reference to the waste 
mileage reported. 


3. Advise and direct the carriers in formulating Joint Action 
Plans to eliminate this waste mileage. Help the carriers in presenting 


the plans to the O. D. T. for approval and authority to inaugurate the 
plans. 


To fully acquaint all industry advisory committee mem- 
bers with joint action plan procedures, a series of meetings 
between the committees and O. D. T. representatives have 
been scheduled. These meetings will be held in all sections 
of the country, to reduce the traveling of committeemen as 
much as possible. 

At each of the meetings, discussions will be held at 10 
a. m. between members of the advisory committees and the 
officers of carrier associations, and at 2 p. m. there will be 
a general meeting with all interested common and contract 
carriers—local and over-the-road. 

Present at the meetings in the western states will be Ellis 
T. Longenecker, chief of the operations section, division of 
motor transport, Office of Defense Transportation, and Ted V. 
Rogers, president of the American Trucking Associations, Inc. 
Alex K. Scherer, assistant to Mr. Longenecker, and John 
Lawrence, managing director of the A. T. A., will attend the 
meetings in the east. 
on The first meeting was scheduled for Feb. 11 in Cleveland, 
io. 

Tuesday, February 16, meetings will be held with com- 
mittee members from Maryland, Pennsylvania, and Virginia 
in Philadelphia. On the same day members from Colorado, 
Utah, Wyoming, Idaho and Montana will meet at Salt Lake 
City, Utah. Following is the date and place of the other 
meetings scheduled: Portland, Ore., Feb. 18; Boston, Mass., 
Feb. 19; New York, N. Y., Feb. 20; Los Angeles, Calif., Feb. 22; 
Atlanta, Ga., Feb. 25; Houston, Tex., Feb. 26; Oklahoma City, 
Okla.; Feb. 27; Kansas City, Mo., March 1 and 2. 


USE OF GOVERNMENT AUTOS 


Senator Byrd, of Virginia, chairman of the joint congres- 
sional committee on non-essential expenditures, said this week 
that the federal government, while requesting a reduction in 
automobile driving, had made no appreciable reduction in the 
use of official cars in the first four months of the present fiscal 
year. He said the committee would ask the House and Senate 
to enact new legislation dealing with government driving. 
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Used Vehicle Rationing? 


- Used trucks and other commercial motor vehicles may have 
to be rationed in the near future to assure proper utilization 
of existing equipment, according to H. Richard Stickel, execu- 
tive assistant to the director of the division of motor transport, 
Office of Defense Transportation. 

If used equipment was rationed, it would be to “prevent 
present profiteering practices” and to assure a fair distribution 
of commercial vehicles on a basis of actual needs, Mr. Stickel 
told members of the New Jersey Motor Truck Association at 
Newark, N. J., Feb. 10, addings: 


Those of you who have encountered profiteers who were asking 
from ten to fifty per cent more for a used truck than it brought new 
should readily appreciate the value of rationing. For along with 
rationing would come ceiling prices. 

Ceiling prices would insure you against paying an unfairly high 
cost for your equipment, just as the rationing procedure would insure 
you against an unfair distribution of trucks. 

We hope shortly also to offer you relief from this situation through 
our monthly survey of idle equipment. I presume you are acquainted 
with this survey through the report which you are required to fill out, 
if you have any idle equipment during the last two weeks of any 
menth. 

Our purpose in requiring such reports is eventually to get avail- 
able trucks and prespective users together to the mutual advantage 
of both and to assist the movement of essential war and civilian 
freight. 


Maintenance Criticized 


Mr. Stickel also told the operators that ‘‘very frankly, most 
of the tires, parts and trucks in use today are not being 
adequately maintained by operators,”’ and added: 


In addition, despite O. D. T. orders, pleas and advice, there is 
still a tremendous amount of waste mileage in the trucking operations 
of this nation. Too many trucks are running empty or partially 
loaded. Too many trucks are being operated at wastefully high speeds 
and with a disregard for equipment conservation principles. And too 
many trucks are paralleling and duplicating the routes of other car- 
riers—both truck and rail. 

Every one of these wasteful practices is going to have to be 
eliminated before the O. D. T. will be able to go before the War 
Production Board with anything like a sound case for additional 
trucks and equipment. 

Personally, I will not be satisfied with our efforts toward elim- 
inating wasteful operations until every contract and common carrier 
in the United States is a party to one or more joint action plans. If 
you are not a party to one or more of these plans, you should begin 
to explore the possibilities for such action without delay. 

Still another way to eliminate wasteful truck mileage is by the 
establishment and use of, Joint Information Offices. 

The O. D. T kas been vigorously battling for the establishment 
of these traffic clearing houses for more than a year. And just re- 
cently this program has begun to show results. -At the present time 
more than 67 of these wffices have been approved and are in operation. 

This is of course encouraging. But less encouraging is the fact 
that too many carriers are assuming that their responsibility ends 
when the clearing house is established. And too many are assuming 
that because they did not have a hand in its establishment, they are 
free to ignore its operation. 

It is to combat the practices which are growing out of this attitude 
that the O. D. T. recently began running a series of spot road checks 
to detect habitual offenders. As you know, an operator who runs 
empty or partially loaded out of a city without first making a serious 
effort to obtain a full load is violating O. D. T. orders. Such opera- 
tors are required to check either with the Joint Information Office, 
where he will be given either a load or clearance papers, or, in cities 
where no such approved clearing house is available, the operator must 
check with other carriers. 

Operators who fail to do this may have their Certificate of War 
Necessity tuilored down by the amount of mileage they habitually 
run empty, or, if they are persistent .n this practice, their Certificate 
may be revoked. We feel this is a serious offense, and should be 
dealt with in a stern manner. 


TRAFFIC CONTROL CHANGES URGED 


Director Eastman, of the O. D. T., has requested all local 
officials with regulatory powers over traffic, to review critically 
all street and highway traffic controls and to make whatever 
adjustments may be required to eliminate unnecessary signals, 
stop signs, and practices, with a view to saving rubber, gaso- 
line and time. Adjustments in traffic control methods had not 
kept pace with changed conditions and this was wasting rubber, 
gasoline and time, said Mr. Eastman. 





COORDINATED MOTOR SERVICES 


The Office of Defense Transportation has issued supple- 
mentary order O. D. T. 3, revised—14, effective Feb 10, 
approving a joint action plan submitted by Consolidated Motor 
Freight and Certified Motor Transport, motor common carriers 
of St. Paul, Minn., providing for the elimination of duplicating 
service by the carriers between St. Paul and Winona, Minn., 
and consolidation of pick-up and delivery service in Winona. 


TRAFFIC WORLD 






The O. D. T. said the plan was expected to enable the carriers 
to effect a saving of more than 80,000 truck miles annually, 

Effective Feb. 19, the O. D. T. also has issued specia] 
orders O. D. T. B-35 and B-36 coordinating bus service between 
Toledo and Sandusky, O., so that army establishments in the 
area can be better served without the need for additional 
equipment, and between Boston and New York City, so as to 
conserve rubber and equipment. The Toledo-Sandusky order 
B-35, affects the operations of the Central Greyhound Lines 
Inc., Cleveland, O., and the Port Clinton Coach Lines, Oak 
Harbor, O. The Boston-New York City order, B-36, affects 
the operations of Quaker City Bus Co., Camden, N. J., and 
Silver Dart Lines, Inc., Boston, Mass. 


Truck Utilization Plan 


The plan designed to obtain maximum utilization of motor 
trucks in the transportation of farm products through joint 
action (see Traffic World, Feb. 6, p. 315), said the Office of 
Defense Transportation, involved a new procedure intended to 
safeguard further farmers and others from prosecution under 
the anti-trust laws when engaging in group action to conserve 
farm transportation as a contribution to the war effort. In 
its explanatory statement the O. D. T. said: 


The new procedure, established under the so-called small business 
concerns act of 1942, was agreed upon by the O. D. T., the War Pro- 
duction Board and the U. S. Department of Justice to stimulate the 
formation of industry transportation plans under the O. I T.’s pro- 
gram for voluntary conservation in the transportation of agricultural 
commodities and products thereof. 

The small business concerns act (section 12, public law 603, 77th 
Congress) provides that any person conforming to any program certi- 
fied by the chairman of the War Production Board, after consultation 
with the Attorney General, as necessary to the war effort cannot be 
prosecuted under the anti-trust laws. 

As a result of the agreement among O. D. T.. W. P. B. and Justice, 
the act has now been made effective with respect to farmers, motor 
carriers, processors and dealers engaging in group action to save 
motor vehicles used in the transportation of farm commodities and 
products from producing areas to markets and processing plants. 

The act was effectuated with respect to such industry transpor- 
tation plans by means of a certificate issued by Donald M. Nelson, 
chairman of W. P. B., approving a recommendation by Joseph B. 
Eastman, director of QO. D. T. Mr. Nelson’s action followed consulta- 
tion with Attorney General Francis Biddle. 

Under the W. P. B. certificate, the general counsel of O. D. T. is 
empowered to approve industry transportation plans which, in his 
opinion, will accomplish substantial conservation and efficient utiliza- 
tion of motor trucks and vital materials without undue injustice or 
irequity to those affected. 

The new procedure does not change in any material way the 
methods by which industry transportation plans are drawn up for 
submission to the O. D. T. A number of such plans already have 
been submitted in line with the O. D. T.’s program for conservation 
of farm transportation announced last October 16, and approval of 
several is expected shortly. 


The first plan approved under the new procedure set up 
under the so-called small business concerns act of 1942. was 
submitted by 522 dairy farmers, 75 motor carriers and five 
milk processors in Missouri and Arkansas. The plan, said 0. 
D. T., would effect a saving of more than 1,500,000 truck miles 
annually by relocating and combining pick-up routes, and by 
zoning the portion of the milk-shed which serves evaporated 
milk, requiring producers to send milk to the nearest plant. 


CONVERTING CARS TO TRUCKS 


Tobe considered a commercial motor vehicle and thus qualify 
for a Certificate of War Necessity, a private passenger car con- 
verted to haul property must meet three basic requirements, 


according to the Office of Defense Transportation. The three 
requirements are: 


1. The operator of the vehicle must actually require a property 
carrying vehicle in the conduct of his business. 

2. Such structural changes as were made to convert the operator's 
passenger vehicle into a property carrying vehicle must have been 
made for the bonafide purpose of transporting property essential to 
the conduct of the operator’s business. 

3. The vehicle must have undergone a genuine structural change, 
reasonably permanent in nature so that property, rather than pas 
sengers, will be transported on a reasonably permanent basis. 


A converted passenger car must meet all three require- 
ments, the O. D. T. emphasized. Even if the conversion met 
the first two, but was not a permanent structural change, the 
vehicle would be ineligible for a Certificate of War Necessity, 
the O. D. T. said. 


IDLING OF BUS MOTORS 
Bus Drivers have been asked by the Office of Defense 
Transportation to guard against excessive idling of motors, 
especially in the eastern area where the fuel shortage is critical. 
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Curtailment of Travel 


A dismal outlook for operators of circuses, carnivals, sport- 
ing and other recreational events, and state and county fairs— 
with respect to transportation facilities in the coming year— 
was forecast by Director Eastman, of the Office of Defense 
Transportation, in a statement defining O. D. T. policy toward 
such events. 

“The Office of Defense Transportation has received many 
inquiries in regard to the attitude with respect to sporting and 
recreational events,” said he. “It has no direct authority over 
such matters. It cannot prohibit the operation of race tracks, 
fairs, baseball parks, and the like. However, it has authority 
over transportation, and this authority could be exercised in 
such a way as to affect sports and recreation seriously.” 

Mr. Eastman then quoted a statement made by President 
Roosevelt March 10, 1942, as to the general attitude of the 
federal government toward sports and recreation, in which the 
President, among other things, said that, within reasonable lim- 
its, “I believe the war effort will not be hampered but actually im- 
proved by sensible participation in healthy recreational pursuits. 
It must be borne in mind, however, that ‘recreation as usual’ is 
just as bad as ‘business as usual’.” 


“Plainly,” said Mr. Eastman, “the O. D. T. should not, 
through its authority over transportation, exercise any indirect 
control over sports and recreation which is inconsistent with 
this statement by the President. I do not interpret that state- 
ment, however, that the best interests of transportation, from 
the standpoint of the war effort, should be sacrificed to protect 
‘recreation as usual’.’’ 


Mr. Eastman reviewed existing O. D. T. restrictions and 
mileage rationing requirements that would interfere with trans- 
portation of persons and property in connection with sports or 
recreational events. 


Train operations of circuses and carnivals would be per- 
mitted, said he, because the railroad cars used were not suitable 
for other service or adaptable to conversion, but such opera- 
tions would be subject to restrictions. All freight and passenger 
train movements would have preference over circus train move- 
ments, he said. Circuses and carnivals using highways, said he, 
must take the chance involved that they were not eligible for 
tires. He warned that holding of sports and other recreational 
events involved risks with respect to attendance, in view of 
present and possible future restrictions on transportation. He 
pointed to the pleasure driving ban in the eastern rationed area. 


Because of the increasingly heavy demands on the railroads 
and intercity busses in respect of troop movements and other 
necessary passenger taffic, he said it would be better, from a 
transportation standpoint, if the Kentucky Derby were not run 
this year. If it were held, said he, the O. D. T. would not per- 
mit the operation of special trains, extra sections, or chartered 
cars or busses to carry people to and from the derby. Those 
who attended, said he, would have to put up with whatever 
regular service was available, and added that such travelers 
should bear in mind that “such unnecessary travel on their part 
may interfere with the proper accommodation of members of 
the military forces or of others whose travel is necessary.” The 
same comments applied to any other sporting events attracting 
large attendance from a distance, said he. He urged those re- 
sponsible for determining whether or not state and county fairs 
should be held to give thought to the existing and possible 
future restrictions on travel. 


Director Eastman, Feb. 11, indicated approval of a plan 
announced by the operators of the Kentucky Derby whereby 
they would attempt to limit attendance to residents of the 
Louisville area, not ask for any special transportation services, 
and schedule the races so as not to conflict with local peak 
traffic. Last year, said Mr. Eastman, the railroads ran 23 
special trains to the derby. 


RAIL FOR BUS SERVICE 


A special order, the first suspending inter-city bus service 
So that an electric railway service could be instituted in its 
Stead, was issued Feb. 8 by Director Eastman, of the Office 
of Defense Transportation. 

The order (Special Order O. D. T. B-37) directs the Bam- 
berger Transportation Co., Salt Lake City, Utah, to suspend 
its daily round trip bus service between Salt Lake City and 
Ogden, Utah. The Bamberger Railroad Co., of which the Bam- 

tger Transportation Co., is a subsidiary, is to add another 
Tun to its present electric rail service to replace the bus 
Schedule. 

Seating capacity of the busses serving this route is 29 pas- 
Sengers, whereas, the electric cars replacing the busses can 
accommodate from 54 to 70 passengers. A saving of 120,000 
tire miles annually will result from the substitution of electric 
railway service for bus service, the O. D. T. said. (Tire miles 
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are computed on the basis of six tires to a bus.) The order 
takes effect Feb. 22. 


STEEL TRANSPORTATION 


The record of the steel industry in meeting the car load- 
ing requirements set by the Office of Defense Transportation 
was commended by B. H. Taylor, W. P. B. deputy director of 
Transportation, before the monthly meeting of the Steel 
Industry Advisory Committee. H. G. Batcheller, steel division 
director, is government presiding officer of the committee. 

Mr. Taylor said that in November and December, the steel 
industry as a whole exceeded the loading requirements estab- 
lished by O. D. T. order No. 18 by 3 per cent. He urged, how- 
ever, that traffic and transportation executives of all companies 
continue their efforts at reducing excessive cross and long 
hauling. 

Pointing out that it was likely that the railroads of the 
country would be called on to carry even more traffic this year 
than in 1942, Mr. Taylor urged that the steel industry use the 
inland waterways wherever possible as a means of reducing the 
burdens placed on rail carriers. 


TRUCK INFORMATION OFFICES 


The O. D. T. has announced establishment of joint infor- 
mation offices to act as clearing houses for available truck and 
traffic information recived from motor carriers at the follow- 
sug places with their respective managers: Binghamton, N. Y., 
19 Chenango Street, Carl W. Clark, manager; Milwaukee, Wis., 
1139 W. Canal Street, Earle D. Healy, manager; San Fran- 
cisco, Calif., 57 Post Street, Frank K. Clifford, manager; and 
Oklahoma City, Okla., Public Market Building, Exchange Ave., 
Francis M. Remington, manager. These four new offices bring 
to 67 the number of such offices established. 


ARMY TRUCKS AND C. W. N. 


Army trucks are not required to carry Certificates of War 
Necessity, the Office of Defense Transportation points out. 
This means, the O. D. T. emphasizes, that no certificate is nec- 
essary in order to purchase repair parts, gasoline or tires for 
such trucks. 

The O. D. T. statement was prompted by complaints that 
garages and dealers frequently had refused to sell repair parts 
to drivers of army trucks which have had breakdowns away 
from their home base because the drivers could not present 
Certificates of War Necessity. 


TRAILER BUS CONTROL 


Trailer busses designed and built for passenger service 
have been placed under allocations control by issuance of 
W. P. B. General Limitation Order L-101 as amended. In- 
cluded in the amended order were bus bodies for mounting 
on new or used commercial motor vehicles or trailer chassis 
as well as integral trailer busses completely assembled, said 
the W. P. B., adding: 


The purpose of the amendment is to insure that passenger-carry- 
ing trailer busses are placed where they are most needed. The Trans- 
portation Equipment Division of the War Production Board will allocate 
completed trailer units to carriers or other users in accordance with 
recommendations of the Office of Defense Transportation. 

Order L-101 provides that no new vehicles of the types named 
in the order shall be produced, delivered or accepted except in accord- 
ance with specific authorization from the Director General for Opera- 
tions. Production quotas for trailer busses are assigned to individual 
producers from time to time by the Director General for Operations. 


GENERAL TIRE TEXAS SYNTHETIC RUBBER PLANT 


The General Tire and Rubber Company signed a contract, 
February 8, to operate for the federal government a synthetic 
rubber plant in Texas, William O’Neil, president of the com- 
pany, says. The contract is with the Rubber Reserve Com- 
pany and the plant, expected to be completed in June, will be 
leased from the Defense Plant Corporation, both subsidiaries 
of the Reconstruction Finance Corporation. The General Latex 
and Chemical Corporation will be associated with General Tire 
in the operation of the plant and Harvey J. Elwell, president 
of General Latex, will be general manager. The plant will 
make synthetic rubber from butadiene, to be produced by a 
new plant now under construction by the Humble Oil Company 
in the same city. 


HIGHWAY TRAVEL IN RATIONED AREAS 


Traffic on rural roads was off 48 per cent in the newly- 
rationed area and 49 per cent in the eastern rationed area in 
December compared with the same month a year ago, accord- 
ing to counts of more than 500 “electric eye’ recorders, 
announced by the Public Roads Administration of the Federal 
Works Agency. The counts were reported by 43 state high- 
way departments. 
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Track Unloading Delays 


Detroit shippers and truckers tackled the problem of de- 
lays in truck loading and unloading sixteen months ago when 
joint meetings of the two groups were held at the invitation of 
the Detroit Board of Commerce. The first task the group set 
itself was to persuade receivers to accept and unload truck 
freight on Saturdays. A survey made at that time showed that 
32 per cent of all industries were not unloading on Saturdays 
and that, as a consequence, many trucks were tied up from 
Friday evening to Monday noon or evening. Except for a rela- 
tively small number of receivers who had few if any truckload 
arrivals on Saturdays, the group succeeded in obtaining Satur- 
day unloadings generally. To facilitate deliveries and unload- 
ings, the Board of Commerce published, on January 15, of this 
year, a directory of 1,500 local industries with their freight 
receiving hours. Only 15 per cent of the total failed to show 
Saturday receiving hours. 

The group then undertook a campaign to have shippers 
put in calls for trucks for merchandise shipments early in the 
day. Truckers had complained that such calls, coming late in 
the day, often meant doubling back to pick up the freight with 
consequent delay to equipment and wasted mileage. The cam- 
paign resulted in marked improvement. 

At a joint shipper-trucker conference last September, the 
Board of Commerce adopted a system of checking that made 
it possible to run down individual causes of delay. Cooperating 
in this work, truckers have been furnishing truck and trailer 
numbers to the board and such added information as the iden- 
tity of the shipper, the commodity, the time of tender and the 
hours of delay. Receivers have been helping in running down 
delays with yard and warehouse assistance. 

According to Allen Dean, manager of the transportation 
bureau of the Board of Commerce, there is agreement among 
the truck operators that delays to equipment have been greatly 
reduced. Reports of unusual delay come to the board’s offices 
only once or twice a week, says he, and the points where de- 
lays occur with any frequency have been reduced to four or 
five. Shippers and receivers have cooperated wholeheartedly, 
he continues, citing instances where one large receiver has in- 
stalled new cranes to facilitate unloading and another where 
the president of a large industrial concern has made plant ad- 
justments to avoid unloading delays. 

In order to prevent favoritism in unloading—because re- 
ceivers must pay demurrage on railroad freight cars held over- 
time, and, therefore, sometimes permit trucks to stand loaded 
for long periods in order to get the rail cars unloaded—the 
Detroit group has suggested a detention rule for application 
on trucks. A joint committee, consisting of five truck operators 
and five industrial traffic managers, has suggested a rule which 
would impose a penalty of $2 for the first hour and $4 for each 
subsequent hour for tractor-trailers held over 4 hours of free 
time, and penalties of $1 and $2, respectively, for trailers held 
beyond 4 hours. It has been pointed out that, because the re- 
ceiver has no control over whether or not the trucker leaves 
the trailer standing alone for unloading, or the entire tractor- 
trailer unit, the rule as suggested might work discrimination. 
The joint committee is still studying the matter, but it is antici- 
pated that a satisfactory rule will be worked out. 


The argument about shipper reprisal against truckers who 
seek to enforce a no-delay practice on the part of shippers is 
“as old as the trucking business itself,” says Mr. Dean. ‘There 
can be no reprisal, however, if all carriers treat all shippers 
alike. Reprisal can only be effective if one carrier stoops to 
take advantage of his competitor who is abiding by tariffs and 
agreements. 

“In the case of Detroit, all carriers have agreed to report 
all delays. All shippers have agreed to welcome those reports 
and to try to remove the delays. How can reprisals work 
against one carrier if all of them abide by their word?” 


Chicago Organization 


Representatives of shippers and truckers at Chicago com- 
pleted arrangements, February 12, to set up a vigilance com- 
mittee organization in the Chicago metropolitan area to deal 
with delays in loading and unloading trucks. The plan was 
worked out, with the cooperation of government and military 
officials at Chicago, at conferences held by the truckers and 
shippers February 4, 8, and 11 (see Traffic World, Feb. 6, p. 
318). 

The plan provides for a shipper vigilance committee that 
will act in substantially the same manner as do the railway 
vigilance committees of the shippers’ advisory boards. It will 
become effective within a few days, according to A. H. Schwei- 
tert, traffic director, Chicago Association of Commerce, who 
acted as chairman of the joint shipper-trucker committee. 

Under the plan, report forms will be issued by trucking 
companies to their drivers, who will report the complete itin- 
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erary of their pick-up and delivery trips each day. Truck dis. 
patchers will analyze the reports to determine when trucks 
have been delayed at shipper plants, and shall count as delays 
all instances in which a truck is held for two hours at a plant 
when “dead” freight is involved or three hours when perishable 
freight is involved. The carrier will then report the instances 
of delay to the Chicago Joint Information Board, which, in 
turn, will send copies of the carriers’ reports to the shippers’ 
general vigilance committee, of which Mr. Schweitert is chair. 
man. The truckers’ reports will include information concerning 
“instances where the receivers of freight refuse to accept ship. 
ments on arrival, unless the total combined time vehicles are 
delayed does not exceed the two-hour and three-hour periods,” 
They will also be asked to report instances in which receivers 
decline to accept shipments prior to 5:00 p. m. on Monday 
through Friday, and prior to 12:00 at noon on Saturday. It 
was emphasized that the shippers should not consider the two- 
and three-hour periods to be satisfactory as loading and un. 
loading times for all freight. 

The general vigilance committee will turn over the reports 
of delays to district committees to be set up in the area, and 
the district committees will seek to obtain the cooperation 
of the shippers involved. If shippers do not take steps to 
speed up the loading and unloading of freight at the request 
of the committees, the committees will turn the matter over 
to the O. D. T. and Commission for appropriate action. Mr. 
Schweitert said that, though the plan would be based largely 
on the truckers’ reports, it had been drawn up on the prin- 
ciple that the shippers could work cooperatively among them- 
selves to speed up loading and unloading time. In addition, 
said he, the shippers would be encouraged to keep records of 
the time truck drivers checked in and out of their plants and 
the time trucks arrived at and left loading platforms. Such 
records would assist the shippers in learning the cause for 
delays, and would serve as a check-up on truck driver reports. 

The committee members estimated that the plan would 
increase truck utilization in the area by approximately 20 per 
cent, and military officers, who had complained of a shortage 
of trucking facilities at Chicago in recent weeks, said that 
they would be satisfied if that amount of increase would be 
forthcoming. 


Frank Purse, district director of the Commission’s bureau 
of motor carriers, said February 11 that publicity given to the 
intention to work out the plan had already “resulted in sub- 
stantial improvements in the Chicago area.” 

Those attending the final meeting of the shippers and 
truckers February 11 included: 


Mr. Purse; Harry Gormley, district director, O. D. T.; Mr. 
Schweitert and William Noorlag, Chicago Association of Commerce; 
Chester Moore, Central Motor Freight Association; Walter McCarron, 
Illinois Motor Truck Operators’ Association; W. H. Ott and W. B. 
Dalton, Kraft Cneese Company; C. W. Hester, American Smelting 
and Refining Company; G. E. Riley, U. S. Gypsum Company; C. D. 
Couch, Glidden Company; R. V. Craig, Allied Mills; W. F. Mullady, 
Decatur Cartage Company; John L. Keeshin, Keeshin Motor Delivery 
Company. 


Jeffers Addresses Engineers 


_ “The interdependence of all forms of transportation has 
been vividly illustrated by our war emergency, but the greatest 
lesson, perhaps of all, is that which is being learned by the 
average citizen, namely, that the domestic economy of the 
country depends on transportation,” said Rubber Director W. 
M. Jeffers in an address at the annual meeting of the Engineers’ 
Society of Western Pennsylvania at Pittsburgh, Pa., February 
8. Without transportation, he said, there would be no farm 
production, factories would close, business stop, schools close, 
“and finally, of course, the war will be lost on the home front.” 

In peacetime, he continued, the various types of trans- 
portation were keen competitors, and that “struggle for busi- 
ness” often brought about practices “that benefited no one and 
in the final analysis harmed everyone.” The war has brought 
about a “mutual determination to render the maximum of serv- 
ice to the country,” on the part of all transportation interests, 
he said. While competition among them would spring up again 
after the war, he added, by that time they would all have 4 
better understanding of the “whole problem of transport.” The 
general public—travelers and shippers—would share in that un- 
derstanding, he said. ; 

The railroads were still the backbone of transportation 
and, at present, “the backbone of offense,’’ he said, but other 
forms of transportation played an important part “in our lines 
of communication.” 

Engineers now had before them the 
tunity in history,” he said, continuing: ’ 

“In railroad transportation new cars and new power will 
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be developed in the light of experience gained in the war. New 
Janes will be built, new trucks and busses designed, new ships 
will take our manufactured goods to the far places of the earth, 
new automobiles will travel our highways. 
“In all of these things synthetic rubber will play an im- 
rtant role. In that particular field we are building a new 
industry for America. We are going to do in a year or two 
what normally would require a decade or more. The ramifica- 
tion of its possibilities is tremendous and its effect on industry 
will be far-reaching.” 


PETROLEUM IN BOX CARS 


At the Aurora Cotton Mills plant, Aurora, Ill., work is un- 
der way rebuilding fifty 50-ton box cars for carrying liquid 
cargoes. The system, invented by Mark J. Fields, Chicago, 
was recently demonstrated at the Santa Fe Railway yards in 
Chicago. It consists of dividing the interior of the car in four 
compartments with wooden bulkheads from which are sus- 
pended canvas containers treated with faraprene, a synthetic 
rubber. Each car so equipped has a capacity of 14,000 gallons 
of liquid. It is intended that the cars, and other to be altered, 
will be used in the handling of petroleum to eastern destina- 
tions. 


PETROLEUM TRANSPORTATION 


Tank car shipments to the east coast averaged 838,327 
barrels a day the week ending Feb. 6—41,869 barrels above the 
previous week—according to Deputy Petroleum Administrator 
Davies. 

The War Production Board announced issuance of order 
L-253, to expedite the manufacture of 800 oil tank trailers by 
prohibiting production of all other types of tank bodies after 
February 10. Construction of the oil tank trailers was au- 
thorized recently. 


STUDY ON PLANT RUBBER CONTENT 


Nearly 2,000 varieties of plants have been tested as pos- 
sible sources for rubber, since March, 1942, by investigators for 
the department of agriculture, Cornell University, Ithaca, N. 
Y., in a study financed by the B. F. Goodrich Rubber Com- 
pany. The study indicated that the Russian dandelion is the 
most promising emergency rubber-bearing plant suitable for 
growth in North America. The plant’s rubber content can 
easily be extracted, according to the report. The investigation 
also led to development of a speedy process of indicating the 
rubber resin content of plants. 


ALCOHOL CARS FOR OIL 


“Approximately 700 additional tank cars are being released 
for the transportation of petroleum and petroleum products,” 
Dr. W. Y. Elliott, director, W. P. B. stockpiling and transpor- 
tation division, announced Feb. 9. 

“The action is being accomplished by diversion of cars 
from the wine industry and will be carried out by the Office 
rl ew Transportation at the request of W. P. B.,” said he, 
adding: 


Actually, a ‘‘double shuffle’ will be employed, by which wine cars 
will be transferred to other products, largely industrial alcohol, re- 
leasing alcohol cars for petroleum. 

The 1,000 tank cars previously engaged in carrying wine range in 
capacity from 6,500 to 8,000 gallons. Industrial alcohol cars generally 
are of 10,000-gallon size. ‘The smaller wine cars will replace alcohol 
cars on a gallonage basis so there will be no delay in the movement 
of alcohol. 

Slightly more than half of the wine cars normally used are of the 
multiple-ccompartment type which are somewhat more difficult to load 
and empty than single unit cars. This difficulty is something shippers 
will have to ‘‘grin and bear’’ in the light of the vital need for pe- 
troleum. 

The wine industry, meantime, is shifting its marketing system from 
tank cars to barrel and bottle shipments. Also left to the wine move- 
ment are 77 converted refrigerator cars which contain six 1,000-gallon 
wooden tanks each. These are not suitable for the hauling of either 
petroleum or alcohol. The wine industry has been highly cooperative 
in the tank car problem, voluntarily releasing its cars as needed and 
assisting in the entire program. 

There have been some reports that wine cars were not wanted by 
war agencies for immediate use. On the contrary, the action was taken 
to move alcohol which otherwise might have had to give up cars to 
petroleum. 

The need for tank cars for the movement of Mexican alcohol by 
the Board of Economic Warfare is only one of several immediate needs. 
The rubber program depends for its success on the availability to 
the new plants of adequate alcohol for the great requirements of the 
expanded rubber program. 

All these shifts of cars, carried out under War Production Board 
Priority directives of use to the Office of Defense Transportation, were 
Made after consultation with the Traffic Requirements and Priorities 
Committee, representing all the main government agencies, as well 
a8 with the industry branches of W. P. B. 
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Speed in Unloading 


Editor the Traffic World: 

We'read your editorial of Feb. 6 and, as usual, you look 
at things very clearly. 

So far as this company is concerned, all our delays have 
been the result of the government not taking its beans out or 
the irregular movements in. We have to order our beans now 
almost 30 days in advance of our anticipated demand. The 
time from California is now ten days and formerly ran around 
five. This results in cars getting bunched up with the shortage 
of labor to unload immediately and of the government in not 
moving its beans or the irregular movement of the railroads. 

We are entirely in sympathy with keeping these cars mov- 
ing but don’t like to be blamed for the slow movement that is 
not in any way our fault. 

We have about 18,000 bags sold to the government about 
three months ago and as yet we have not received any shipping 
orders. We may get orders for the entire amount any day and 
they may remain here indefinitely. They are not paid for until 


ordered out. 
Denver, Colo., Feb. 8, 1943. Ady & Milburn, Inc. 





Editor The Traffic World: 

We have read with interest your editorial of February 6 
entitled, “Shippers Boards and the Trucks.” 

As local chairman of the Car Efficiency Committee for the 
prompt release of all railroad equipment, we know from first 
hand experience the problems of shippers handling a variety 
of commodities and their willingness to do all they can to 
release promptly all types of railroad cars. 

Also, as a member of the Shippers Advisory Board of 
this territory, we realize that that board has been a large 
factor in carrying on this work through the local commit- 
tees, and also in pushing the “Perfect Shipping Campaign” 
which is usually stressed during April each year. As indicated 
in your editorial and other articles in the same issue of The 
Traffic World, it would naturally be the tendency of most 
shippers to keep the unloading crew busy unloading railroad 
equipment because the campaign has been directed towards 
the railroads while the loaded trucks stand at the unloading 
docks until some convenient time when the unloading crews 
are not busy with the railroad cars. 

The writer believes that the shippers advisory boards 
and the local car efficiency committees could very ably turn 
some of their attention to the prompt unloading of all motor 
carrier equipment, so that the maximum number of trucks 
would be available for other loads. Therefore, we see no 
reason why all forms of transportation could not be included 
in this program and, if this is accomplished, there will not 
only be a tendency to more rapid movement of all kinds of 
transportation equipment, but we believe it would also hasten 
the war effort and also broaden the knowledge of all members 
of the shippers advisory boards and the local committee 
members. 

The writer would like to start some action to incorporate 
under one heading, which could be the shippers advisory 
boards, all forms of transportation, and under that heading 
the local committee now handling perfect shipping campaigns 
and car efficiency programs for the prompt release of all 
equipment, also to enlarge the Perfect Shipping Campaign to 
include the motor carriers and, as an efficiency measure, to 
speed-up the trucks, to secure the prompt release of all motor 
carrier equipment, so it would be available for additional 
service. The local committee here, I know, would be very 
willing to enlarge the scope of its work to include the motor 
carriers. Dempster Mill Mfg. Co., 

R. W. Bagby, Traffic Manager. 

Beatrice, Neb., Feb.,9, 1943. 


AGRICULTURE AND TRANSPORT 


“The Great Lakes and inland waterways may be able to 
relieve railroads and trucks of a portiton of the enormous pros- 
pective volume of freight traffic,” says the Bureau of Agricul- 
tural Economics of the Department of Agriculture in its Jan- 
uary review of the marketing and transportation situation. 

“Even if little shift is made in hauling of farm products, 
agriculture would benefit through release of rail and truck fa- 
cilities by other products. Live stock movement has not vet 


been transferred to any appreciable extent from truck to rail 
carriers, according to information covering 1942.” 

After a discussion of the inland waterway facilities, the 
bureau concluded that such waterways “can play only a minor 
role in relieving the railroads and trucks of their heavy bur- 
dens in carrying agricultural traffic,” but that they could help 
some and might need to be utilized wherever possible, not only 
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for agricultural products but also for other raw materials and 
for manufactured products. 

Ralph L. Dewey, in the bureau’s “Agricultural Situation,” 
for January, reviewed recent transportation developments, as- 
serting that the vital question was whether the railroads could 
do the job ahead with such aid as they could get from the 
motor carriers and other agencies of transportation. Impor- 
tant collateral questions to be answered, said he, related to 
efficient use of the transportation plant and the obtaining of 
materials and labor for its operation. Reviewing O. D. T. or- 
ders, he said if these measures, taken as a whole did not ef- 
fectively solve the transportation problem, “the country will 
have to resort to more direct control of the movement of traf- 
fic. Territories may be zoned with a view of eliminating ex- 
cessively long hauls of certain commodities; cross hauling may 
be forbidden; eventually goods may move on priorities or per- 
mits. Powers with regard to domestic shipping priorities on 
commodities are vested in the War Production Board.” 


Revenue Freight Loading 
The Traffic World Washington Bureau 


Revenue freight loading the week ended February 6 
totaled 755,386 cars, according to the Association of American 
Railroads. This was 2.8 per cent above the preceding week, 
3.7 per cent under the corresponding week last year, and 6.4 
over the corresponding week of 1941. Loading by groups of 
commodities the week ended February 6 was reported as 
follows: Grain and grain products, 52,024; live stock, 12,681; 
coal, 174,184; coke, 14,877; forest products, 37,241; ore, 15,309; 
merchandise, L. C. L., 91,477; miscellaneous, 357,593. 


CAR SURPLUS REPORT 
U. S. railroads, according to the car service division of the 
Association of American Railroads, reported an average daily 
surplus of 61,668 freight cars for the week ended Feb. 6, made 
up as follows: Plain box, 29,011; auto box, 2,592; flat, 1,317; 
gondola, 4,667; hopper, 12,763; and miscellaneous, 11,318. 


BIRMINGHAM TERMINALS OPERATIONS 


The Commission, by division 3, has issued service order No. 
100, effective Feb. 16, requiring joint use by railroads of rail 
yards and tracks at Birmingham, Ala. It declared that present 
operation of certain portions of railroad terminals in Birming- 
ham resulted in serious delay in the movement of locomotives 
and that its action was to prevent delay in the movement of 
railroad equipment, troops, and war materials, prevent conges- 
tion of traffic, and conserve the use of locomotives. 


COAL ROUTING ORDER 
Due to congestion of traffic, the Commission, division 3, 
Feb. 6, issued service order No. 101. effective immediately, 
ordering the Pennsylvania Railroad to divert approximately 
240 cars of bituminous coal on its line at West Morrisville, 
Pa., consigned to the Koppvers Company at Edgewater Pier, 
N. J., on the New York, Susquehanna & Western, to South 
Amboy Pier, South Amboy, N. J., located on the Pennsylvania. 
The order expires Feb. 16. The order stated that inasmuch as 
such disregard of routing was deemed to be due to carrier’s 
disability, the rates applicable to traffic so forwarded “shall 
be those which would have applied to the shipments if such 

shipments had moved as originally routes.” 


MACHINERY TO GRAND COULEE PLANT 


The Commission, by division 3, has issued service order 
No. 96-A, ordering the movement of 15 carloads of machinery 
at Newport News, Va., to the Grand Coulee power plant, at 
Odair, Wash., over routes best suited to transportation of the 
shipments, such route or routes to be designated by the orig- 
inating carrier under the supervision of the car service division 
of the Association of American Railroads. The Commission 
stated that the shipments were needed at the power plant and 
could not be transported via established tariff routes, and that 
be action was taken to hasten the construction of the power 
plant. 


EXPORT FREIGHT 


Cars of export freight other than grain or coal unloaded 
at Atlantic, Gulf and Pacific ports in January this vear totaled 
74,884 cars compared with 63,073 in January. 1942, according 
to reports compiled by the Manager of Port Traffic and made 
public by the Association of American Railroads. 

Cars of grain for export unloaded in Januarv this vear at 
these ports totaled 2,411 cars compared with 3,663 in the same 
month last year, . 
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“This traffic is being handled with no serious congestion, 
due to the continued cooperation of all concerned, particularly 
the steamship lines, exporters and shippers,” said the A. A. R 


W. P. B. TRANSPORT CONTROL ORDER 

An official interpretation of two debated points in Genera] 
Transportation Order T-1 has been issued by the Director Gen. 
eral for Operations of the War Production Board (see Traffic 
World, Feb. 6, p. 323). 

The ruling holds that the exemption granted to army and 
navy shipments by the order does not apply to materials on List 
I or List II attached to the order. 

The interpretation also defines mileage as used in the order 
as the shortest available published tariff route, regardless of 
whether or not a shipment travels that route. 





Pooling of Revenues 


Commissioner Splawn, on behalf of the Commission’s legis. 
lative committee, in a letter to Chairman Wheeler, of the 
Senate interstate commerce committee, has recommended en- 
actment of S. 236, the bill introduced by Senator Reed, of 
Kansas, to give the Commission authority to require carriers 
to pool the avails of general increases in rates, fares or 
charges (see Traffic World, Jan. 9, p. 61, Jan. 16, p. 115 and 
p. 144, and Jan. 27, p. 177). Commissioner Splawn suggested, 
in his letter, that the bill, now applicable to “carriers,” without 
any other designation, be modified so as to limit its application 
to railroads, because “no need has been shown for compulsory 
pooling of revenues of carriers other than those by railroad.” 

Under existing law, revenue pooling arrangements must 
be assented to by all the carriers involved, and the pratical 
effect of S. 236 would be to remove the requirement of such 
assent where the revenue to be pooled resulted from a gen- 
arel rate increase authorized by the Commission, said Commis- 
sioner Splawn. 


He quoted, from a letter from the then chairman of the 
Commission’s legislative committee to Chairman Lea, of the 
House interstate commerce committee, dated March 20, 1939, 
the following reference to pooling: 


Pooling of railroad traffic or earnings was common prior to the 
enactment of the act to regulate commerce in 1887, which prohibited 
all pooling. For many years thereafter, the railroads insisted that 
their financial condition would be greatly improved if this prohibition 
were removed. It was removed in 1929, when the present paragraph 
(1) [of section 5] was enacted, but since then the railroads have made 
little use of the opportunity thus afforded. We believe it probable 
that there are numerous situations in which railroad traffic (especially 
less-than-carload traffic) or earnings could be pooled to the advantage 
of both railroads and the public, and that it is desirable that the Com- 
mission be given authority not only to permit, but to require, such 
arrangements under appropriate conditions. Nor is it necessary, in 
view of the widespread and intense competition which the railroads 
now encounter from other types of carriers, to lay stress, as in the 
past, upon the competition of railroads with each other. 


“In framing the transportation act of 1940,” continued 
Commissioner Splawn, “the Congress did not see fit to adopt 
the Commission’s view that it should have the power to com- 
pel pooling of traffic or earnings, regardless of the assent of 
the carriers involved. S. 236 would now confer that power un- 
der specified circumstances. 

“The desirability of compulsory pooling of railroad revenue 
has been made apparent principally in connection with deci- 
sions of the Commission authorizing general rate increases in 
the past twelve years. In Fifteen Per Cent Case, 1931, 178 
I. C. C. 539, the Commission authorized the addition of certain 
temporary emergency charges to existing railroad freight rates 
on condition that the income therefrom be kept separate from 
other operating income of the carriers, placed in a pool. and 
used in connection with the payment of fixed charges and for 
other purposes described in the report. Later on reconsider- 
tion the Commission agreed to a plan proposed by the railroads 
as a substitute, under which proceeds of the increase were 
placed in a pool for the purpose of making loans, through an 
agency created by them, for the payment of fixed charges, etc. 
179 I. C. C. 215. An exhaustive discussion of the fundamental 
legal and economic questions involved in the pooling plan is to 
be found in the dissenting expression of Commissioner Eastman 
at pages 220-236 of the latter report. 


“The problem came up again in General Commodity Rate 
Increases, 1937, 223 I. C. C. 657, in which we authorized general 
increases in rates on certain basic commodities, including coal. 
At pages 745 of that report we said: 


The situation of the Pocahontas lines with respect to these Ditu 
minous-coal rates is an extreme case: The sole justification for it 
creasing their rates on this traffic lies in the needs of other railroads. 
and it shocks the conscience that in accomplishing this purpose the! 
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revenues should be swollen by more than $6,000,000 which they do 
not need and which will not be used for any betterment of the general 
railroad situation. By appropriate resort to the pooling and division 
of earnings which the act permits, such unfortunate results could be 
avoided. In view of the fact that the possibilities in this direction 
were not canvassed in the present record we shall not at this time 
take steps with a view to virtually requiring such a pooling arrange- 
ment. The matter is one, however, which must be given further 
consideration, and for that reason we shall, as was done in the case 
of the emergency charges, put a time limit on our finding with respect 
to the bituminous coal rates. 


“On further hearing the Commission permitted the in- 
creased rates on bituminous coal to be made permanent without 
insisting on a pooling plan, 229 I. C. C. 435. The pooling ques- 
tion was again discussed in a separate expression by Commis- 
sioner Eastman. 

“The power which would be given us under S. 236 would 
enable us to deal with situations such as those above described. 
For that reason we are in favor of this bill. . .” 


TAXES AND TRANSPORTATION 


Taxes affecting transportation collected by the Bureau of 
Internal Revenue in 1942 as compared with 1941, according to 
a compilation issued by the bureau, were as follows: 

Gasoline, 1% cents a gallon, $336,684,644.64 in 1942 and 
$371,135,781 in 1941; transportation of oil by pipeline, 44% per 
cent of transportation charge, $13,920,707.38 in 1942 and $13,- 
202,388.05 in 1941; use of motor vehicles, $5 a vehicle a fiscal 
year, effective Feb. 1, 1942, $210,158,463.81; use of boats, $5 
to $200 a boat, depending on length, effective Feb. 1, 1942, 
$530,249; transportation of persons, seats, berths, etc., 5 per 
cent of amount paid with certain exemptions to Nov. 1, 1942, 
and 10 per cent thereafter, $48,933,333.55 in 1942 and $2,554,- 
125.95 in 1941; transportation of property, 3 per cent of amount 
paid, except coal, 4 cents a ton, effective Dec. 1, 1942, $3,404.08; 
employment taxes, by carriers, 6 per cent of taxable payrolls, 
less credits, $192,461,879.43 in 1942 and $147,584,623.06 in 1941. 





Barge Lime Tax Exemption 


H. B..Cummins, general manager of the Houston, Tex., 
Port and Traffic Bureau, has written the following letter to 


Senators Connally and O’Daniel and Congressman Albert 
Thomas: 


On behalf of the Port of Houston, Texas, the writer desires to 
bring to your attention the biggest piece of federal and bureaucratic 
banditry ever perpetrated against the Texas ports; by this is meant 
the exemption of commercial freight from the 3 per cent transportation 
tax when such freight is handled by and charges are collected by the 
Federal Barge Line. 

Despite the fact that the Federal Barge Line is owned lock, stock, 
and barrel by the federal government, and has been trying to demon- 
strate the feasibility of commercial navigation on certain inland streams 
for nearly 25 years, and the probability that this so-called experiment 
is intended to be interminable and perpetual, this subsidized agency 
of transportation is engaged in the handling of commercial freight 
between New Orleans, La., on one hand, and the great West-South- 
west, including much of Texas, on the other hand; and, it happens 
that joint rates on freight handled partly by rail and partly by barge 
between New Orleans and the West-Southwest are generally lower 
than the contemporaneous all-rail rates to/from the Texas ports. 

With respect to waterborne commerce (exports, imports, coast- 
wise and intercoastal), the all-rail rates between the West-Southwest 
and New Orleans are generally the same as the all-rail rates to/from 
Houston-Galveston; hence, when the paternalistic differentials fixed by 
I. C. C. for joint rail-barge and barge-rail rates to/from New Orleans 
are deducted from the New Orleans all-rail rate, New Orleans naturally 
comes up with lower transportation charges than Houston-Galveston 
have. This is the basic picture of the rate structure on waterborne 
commerce having origin or destination at inland stations on and North 
of the T. & P. main line. In many instances the rail hauls to the 
Mississippi River Junctions between the rail and barge carriers are 
longer than the rail distance to/from Houston and Galveston. The 
Texas ports have been resisting the palpable inequalities of the basic 
rate system for more than 25 years; but, now it seems they are ex- 
pected to sit by idly while an inequitable tax law is applied for the 
especial benefit of a government-owned carrier of commercial freight. 

Inasmuch as the federal Constitution forbids any taxation of 
export commerce, such commerce need not be considered here if it 
may be assumed that the lawyers of the Internal Revenue Bureau and 
the Federal Barge Line pay any attention to the Constitution any 
more; but, with respect to imports and waterborne domestic com- 
mercial freight of all kinds. the failure to require coliection of the 
3 per cent tax when transportation charges are collected by the Fed- 
eral Barge Line adds insult to the present seemingly permanent in- 
juries of the Texas ports. 
ty On shipments originating with the Federal Barge Line and de- 
—— by a railroad, all the shipper of the commercial freight need 
rn is prepay the charges at origin in order to escape the 3 per cent 
ee Likewise, on a shipment originating with a railroad and de- 
—— by the Barge Line, all the shipper and consignee need do is 
ey the Barge Line collect the freight charges in order to escape the 
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The great competitor of the Texas ports—the Port of New Orleans 
—is now gloating over the recent augmentation of its paternalistic 
advantages over the Texas ports; and shippers of commercial freight 
are now being solicited to do business through New Orleans. That 
is a pluperfect outrage, and the result is, not justified by any sound 
principle of law, economics, or common sense. The tax law should be 
changed promptly, if, indeed there is any such thing as speed in 
federal legislation. 

We have always heard that the wheels of the gods grind slowly, 
and, we know that the wheels of Congress turn slower; but, we most 
respectfuuy submit that the transportation tax law should be amended 
pronto to require collection of the 3 per cent transportation tax on 
all commercial freight handled by the Federal Barge Line that is 
now taxable when handled by railroads, truckers and competing 
privately owned water carriers. 

The writer, who doesn’t know now whether he is a Democrat, a 
Republican, a Mugwump, or a Jackass in politics, most respectfully 
submits that now is the time to mix a little common sense and 
honesty in legislation for the protection of ports that are not served 
by the 25-year old demonstrator of paternalistic advantages for New 
Orleans. 

P. S.: In I. C. C. Dkt. 26712, a case that has been tried, retried 
and heard again, and which has been pending for more than five 
years, the question of advantages to some ports and disadvantages 
to others as a result sf governmental subsidy and rate-making policy 
still hangs in the balance. But, this has no inseparable relation to the 
question of the 3 per cent transportation tax. 


Money for I. C. C. 


Though Commissioners Mahaffie and Miller urged it to 
make provision for restoration of the statutory salary of $12,000 
for each member of the Commission, the House committee on 
appropriations, in reporting the annual independent offices ap- 
propriation bill Feb. 9, included therein a provision limiting 
the salaries of the members of the Commisison, the Maritime 
Commission (with the exception of the present chairman of the 
M. C.) and the members of the U. S. Tariff Commission, to 
$10,000 a year. 

Questioned by Representative Woodrum, of Virginia, chair- 
man of the subcommittee on independent offices, as to his views 
on the limitation to $10,000, Commissioner Mahaffie said: 


We have long thought that the Congress, having established the 
pay for a position of this character it would be appropriate perhaps for 
that salary to be paid without continuing this legislative provision in 
the appropriation bill. If the committee would agree with that, we 
think that is sound. 

The salary of this position was started back in 1887 at $7,500. It 
was increased to $10,000 by the Hepburn act. The transportation act 
of 1920 increased it to $12,000 and the various economy acts in the 
early thirties made reductions. With a 15 per cent reduction at one 
time, it got down as low as $8,500. Then the salary scale came back 
to $9,500 in 1934, and since 1935 there has been a legislative provision, 
the one to which you have just referred, providing that during the 
succeeding year the salary rate shall be only $10,000. 

Perhaps I ought not to say this, but we think that a position like 
this ought to carry the salary that the Congress established for it in 
the permanent law. And if the committee agrees and cares to go on 
that theory, it would be sound, we think. 


In answer to a question, Mr. Mahaffie pointed out that Con- 
gress appropriated every year for a number of I. C. C. direc- 
tors at the same rate—$10,000—as for the Commisisoners. 


“If it is to be assumed that the commissioner has more 
responsibility, that makes for a little discrepancy in the set- 
up,” said he. 


Representative Fitzpatrick, of New York, said he had al- 
ways believed that ‘where we got men well qualified for the 
position, the government ought to pay them just about what 
they could get outside in private business.” 


“If I may supplement that,’ said Commissioner Miller, 
“what has disturbed me to some extent is that I know we lost 
one of our commissioners on account of the salary matter. I 
am afraid that in the future we might not be able to get men 
as desirable at $10,000, as we might at $12,000. Of course, 
when a man comes to work for the government he expects to 
get less than in private life. But a difference of $2,000, par- 
ticularly now, would mean a great deal, especially to a man 
who is giving up a larger salary, to come into the government 
service, to make a career for himself, so to speak. That is 
rather disturbing, I think. Of course, there are always plenty 
of men that would come in at $10,000, but the question is 
whether you can get the timber that we need. Now with the 
work that is coming on the Commission, with parts III and IV 
it means you have to have men of great ability.” 

The committee recommended a total appropriation of 
$8,812,000 for the Commission for the fiscal year beginning 
July 1—$692,192 less than the 1943 fiscal year appropriation 
and $669,000 less than the estimate submitted by the Bureau 
of the Budget for the Commission. 

“In consideration of the estimate for the general adminis- 
trative expenses, the committee was advised during hearings 
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on the bill that a reserve of $100,000 had been set up during 
the current year, for which no immediate demand appeared,” 
said the committee report. “The committee does not approve 
the continuation of this reserve into the fiscal year 1944 and 
has recommended a reduction of $52,000 in the budget figure, 
which provides a total reduction of $98,528 below the 1943 
appropriation. Reductions of $49,000 in the estimate of $649,000 
under the heading ‘Valuation of property’, $545,000 in connec- 
tion with motor transport regulation and $23,000 for printing 
and binding were also recommended. In connection with the 
latter reduction, the committee calls attention to the fact that 
the total actual obligations under this head for the fiscal year 
1942 amounted to $134,726.” 

The total amount recommended for motor transport regu- 
lation was $3,000,000. 

For emergency work involving adoption of measures for 
preventing shortages of railroad equipment and congestion of 
traffic, the committee recommended $299,000. 

The testimony before the committee showed that as of Oct. 
31, 1942, the Commisison had 788 employes engaged in general 
administative work while the budget estimate provided for 906 
employes for the fiscal year 1944. Secretary Bartel said, how- 
ever, additional employes would not be hired unless they were 
needed. He said the Commission anticipated that when the war 
ended, it would require a great deal of additional assistance— 
more than it had now. In other words, he said, it had curtailed 
to some extent some of its work for the duration which it would 
be necessary to pickup just as soon as the emergency ended. 
If the emergency should end before the end of the next fiscal 
year, said he, there would be some necessity for increasing the 
force and so the Commission thought it would be preferable to 
have the amount appropriated for use if that became necessary. 

Asked by Representative Dirksen, of Illinois, about the 
deterioration of equipment and roadbed of railroads, Commis- 
sioner Johnson said he did not think the situation was alarming 
as to roadbed but there was a more alarming situation with 
reference to the equipment that was being run practically to 
its capacity. Commissioner Miller said it seemed to him that 
the railroads would want 1,000,000 tons of rails this year but 
that they could only get one-fourth of that and that there was 
no doubt that the rails were wearing out very fast. He said the 
deferred maintenance accounts were getting to be substantial 
but were not very great. 

Questioned about the financial condition of railroads with 
reference to bankruptcies and receiverships, Commissioner Ma- 
haffie said the Commission had been anxiously awaiting each 
Monday since October a decision by the Supreme Court that 
might break the jam in bringing many of the large roads out 
of receivership and trusteeship. 

Bringing up the question of relinquishment of land grant 
rates, Mr. Dirksen said if the railroads were willing to give back 
land grant holdings they had at the present time he would not 
object particularly to relinquishment. 

Asked about the effect of gasoline and tire rationing on 
operation of commercial motor vehicles, Commissioner Rogers 
reviewed briefly the difficulties faced by motor transportation 
in that connection. Here, as in other instances, said he, there 
was great demand for materials and it was nip and tuck most 
of the time between the army and lend-lease and our civilian 
equipment “as to who is to get the parts.” 


MONEY FOR SHIPBUILDING 


An appropriation of $1,289,780,000 for the Maritime Com- 
mission, principally for shipbuilding expenses, was recom- 
mended by the House committee on appropriations Feb. 9 when 
it reported the annual independent offices appropriation bill 
for the fiscal year beginning July 1. 

The committee said that contract authorizations for ship 
and facilities construction under the present program totaled 
$5,976,650,000. A total of $3,685,230,000 of that sum had been 
appropriated in previous acts, said the committee. As of Oct. 
31, 1942, said the committee, it was estimated that the total 
long-range program would provide 2,242 ships of which 554 
had been delivered, the remainder being under contract. The 
total estimated cost of these ships, it said, was $5,614,075,207. 

The committee pointed out, however, that in addition to 
the appropriations recommended in the bill, a supplemental 
estimate requesting an additional contract authorization totaling 
$5,250,000,000 and an appropriation of $4,000,000,000 was under 
consideration by it. 

Admiral Land, chairman of the Commission and War Ship- 
ping administrator, said the shipbuilding program had called 
for approximately 18,000,000 deadweight tons of shipping for 
the calendar years 1942 and 1943, but that in February, 1942, 
the commission was directed to increase the total for 1942 and 
1943 to 24,000,000 tons. He said it was proposed to extend the 
contract program to provide for the construction of 2,161 addi- 
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tional new ships and to award and sign contracts for them be- 
tween now and the fiscal year 1943. 

“There is no limit to the need for ships in a total, global 
war,” said he, adding that so far the contract authority which 
the commission had had plus that which was now requested 
totaled more than $11,000,000,000 while the funds made avail- 
able or requested totaled more than $8,800,000,000. 

“As huge as these figures are, they are no bigger, relatively, 
than is the undertaking to build more than 4,400 ships, which 
the authority and funds will provide, and which are urgently 
needed in the prosecution of the war,” said he. 


MONEY FOR HIGHWAYS 


A total of $133,000,000 for the construction of federal-aid 
highways, strategic highways, access road, for surveys and 
plans, and for surveys and construction work in connection with 
the Inter-American Highway was recommended in the inde- 
pendent offices appropriation bill for the fiscal year beginning 
July 1 reported by the House appropriations committee. 

The committee said this was the sum recommended by the 
Bureau of the Budget and was $45,300,000 more than the cur- 
rent appropriation. Of the total, it said, $40,000,000 repre- 
sented a part of the 1942 federal-aid authorization contained 
in the act of Sept. 5, 1942; three other items consisting of 
$10,000,000 for the strategic network of highways, $75,000,000 
for access roads, and $3,000,000 for plans and surveys, repre- 
sented authorizations for appropriations contained in the de- 
fense highway act of 1941. The bill carries $5,000,000 for the 
Inter-American Highway, for which $7,000,000 was provided 
in the first deficiency appropriation act of 1942. The committee 
said the amount requested would be used to continue work on 
the highway in all the Central American countries. 


FOREIGN-FREIGHT FORWARDING 


War Shipping Administrator Land has submitted to Con- 
gress a report of the New York forwarders committee appointed 
by the W. S. A. to investigate and report on the forwarding 
of lend-lease traffic through the port of New York. Substantial 
agreement with the committee was indicated by Admiral Land. 
Arrangements already in effect with respect to the traffic were 
approved by the committee for the most part. 


N. Y. FREIGHT FORWARDER INQUIRY 

The Maritime Commission has extended for 30 days, until 
March 15, the time for compliance with its order issued Jan. 
14, under section 21 of the shipping act, 1916. in No. 621, Port 
of New York Freight Forwarder Investigation, requiring 85 
foreign freight forwarders at the port of New York to furnish, 
within 30 days, certain information deemed necessary to the 
proper administration of the regulatory provisions of that act. 
That group, through its attorney, had questioned the commis- 
sion’s jurisdiction to regulate foreign freight forwarders (see 
Traffic World, Jan. 23, p. 244, and Feb. 6). 

The commission said satisfactory progress had been made 
in obtaining the voluntary cooperation of the other approx- 
imately 235 forwarders at the Port of New York in obtaining 
information similar to that required by its order of Jan. 14. 
However, it said it had received several requests from those 
named in the order for an extension of time for compliance. 
Requests were based either on volume of work involved or 
reduced staffs with which to compile the information. Assur- 
ances had been given, said the commission, to those forwarders 
who had signified a willingness to furnish the information and 
had made an effort to do so, that representatives of the com- 
mission would confer with them in an effort to work out the 
most vracticable method of compiling the required data with a 
minimum amount of work involved. 


M. C. AND SHIPYARD MANAGEMENT 
The Maritime Commission has announced that as a result 
of investigations by it and by congressional committees, it has 
determined that the South Portland Shipbuilding Corporation, 
of South Portland, Me., under the management in charge of the 
yard to the end of 1942 failed to exercise “due diligence” in 
the carrying out of its facility and shin construction contracts, 
but that, since the company had installed a new management 
on Jan. 4 the commission felt it would be “in the interest of the 
war effort” to permit continuance of work by the present com- 
pany “for a reasonable period during which the efficacy of the 
steps taken by the company might be demonstrated.” It cited 
stipulations under which. after the trial period. the contract 
for 16 Liberty ships would be modified so as to eliminate profit 
for the contractor and the fees stipulated in contracts for 
other Liberty ships would be “cut virtually in half.” 
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Transport Statistics Comment 


Although December net income has not been reported, it 
may be roughly estimated at $140,000,000, which would make 
the net income of Class I steam railways for the calendar year 
1942, after all taxes, rents and interest, about $960,000,000, sur- 
passing all previous records, the nearest being that for 1929, 
which was $896,806,611, says the Commission’s Bureau of Trans- 
port Economics and Statistics in its monthly comment on trans- 
portation statistics. : 

The calendar year figure falls short by $40,000,000 the esti- 
mate made by the bureau about two months ago but is within 
the range of its later revised estimate (see Traffic World, Dec. 
12, p. 1421, and Jan. 9, p. 81). 

For the 11 months of 1942, the roads had an income of 
$1,417,593,000 available for fixed charges, said the bureau. The 
total for the latter was $571,497,000 for that period. After 
deducting the fixed charges and also $25,384,000 contingent 
charges, it said, there remained a net income of $820,712,000. 
The December estimate of $140,000,000 would make the 1942 
net $960,712,000. 

For the calendar year 1942 the roads reported total oper- 
ating revenues amounting to $7,466,227,054. They charged as 
expenses $4,601,429,943, leaving a net revenue from railway 
operations of $2,864,797,111, said the bureau. For taxes of all 
kinds, including income and profits taxes, they accrued $1,202,- 
443,297, and for equipment and joint facility rents, $181,413,054, 
leaving a net railway operating income of $1,480,940,760. The 
federal income and profits taxes amounted to $759,055,722. 
Adding those to the previously stated net, the bureau said, gave 
$2,239,996,482 as the net earnings from operations before pro- 
vision for federal income and profits taxes. The 1942 net rail- 
way operating income was an increase of 48.3 per cent over the 
1941 figure of $998,286,708, according to the bureau’s summary 
of revenues, expenses and net railway operating income of the 
roads for December. The December net railway operating in- 
come was $170,850,986, an increase of 115.4 per cent over the 
December, 1941, figure of $79,332,410. All districts or regions 
covered by the summary showed increases in net railway oper- 
ating income for December, 1942, over December, 1941, and 
for the year 1942 over 1941, except the Pocahontas region which 
had a decrease of 18.7 per cent for the year 1942 under 1941. 
Net railway operating income reported by the districts or re- 
gions for 1942 as compared with 1941 and for December, 1942, 
as against December, 1941, respectively, follow: 

Eastern district, $536,765,641 and $396,632,803, and $65,- 
383,812 and $29,301,295; Pocahontas region, $74,852,008 and 
$92,042,384, and $10,232,013 and $9,699,518; southern region, 
$214,151,928 and $138,673,395, and $25,016,717 and $12,516,179; 
and western district, $655,171,183 and $370,938,126, and $70,- 
218,444 and $27,815,418. 

Railway tax accruals for the year 1942, the bureau said, 
reached the record-breaking total of $1,202,443,297, subdivided 
as follows: Payroll taxes, $171,049,348; federal income and 
profits taxes, $759,055,722; and all other, mostly state taxes, 
$272,338,227. The total taxes in 1942 were 16.1 per cent of the 
operating revenues and absorbed 44.81 per cent of the net earn- 
ings before provision for taxes. 


In the first 11 months of 1942, the bureau said, the avail- 
able income of the carriers was 2.48 times the fixed charges, 
adding that that figure was increased to 2.58 if railways under- 
going reorganization were excluded. 


On November 30, 1942, the bureau said, the Class I rail- 
ways had cash amounting to $1,120,469,000 and in addition 
temporary cash investments of $693,537,000. The balance in the 
materials and supplies account, it said, was $508,776,000, which 
was the fourth successive decline from the $534,913,000 peak 
in July, 1942. In 1941, the materials and supplies balance in- 
creased from $343,120,000 in January to $460,099,000 in Decem- 
ber and in 1942 continued to increase until July. The accrued 
tax liability at the close of November, 1942, was $942,874,000. 
Dividends declared in the first 11 months of 1942, the bureau 
said, amounted to $135,910,684 on common stock and $29,267,- 
319 on preferred. These amounts were but slightly larger than 
the corresponding totals for 1941. 

The bureau said statistics of revenue traffic for 1942 were 
as yet available only through October. Continuing, it said: 


For the first ten months of 1942 the number of tons increased 23.5 
per cent; the number of ton-miles 34.5 per cent;-the number of pas- 
Sengers 34.5 per cent; and the number of passenger miles 73.9 per 
cent compared with the ten months’ totals of 1941. The ton-mile 
revenue was slightly lower in 1942 than in 1941. The passenger mile 
revenue was 9.7 per cent higher in 1942 but when commutation and 
other travel are considered separately, the corresponding percentages 
of increase are both less than 9.7. For other than commutation the 
Increase was 6.9 per cent. When this in turn is computed separately 
for coach passengers and those in parlor and sleeping cars, the per- 


centages of increase, for the same ten months’ periods, were respec- 
tively 7.9 and 5.7. 
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The bureau said the net railway operating income of the 
Class I roads for 1942, before federal income and profits taxes, 
represented a rate of return of 9.94 per cent on investmeni 
in road and equipment as of Dec. 31, 1941, less accrued depre- 
ciation and plus an allowance for working capital, and atter 
deduction of all railway tax accruals, a return of 6.57 per cent 
on that base. 

On the rate making base determined in General Com- 
modity Rate Increases, 1937, 229 I. C. C. 435, 451, adjusted to 
Dec. 31, 1941, on basis of changes in book investment, the bu- 
reau said that the net railway operating income represented a 
return of 11.20 per cent before provision for federal income and 
profits taxes, and a return of 7.40 per cent after deduction of 
all railway tax accruals. 


World Trade Conference 


The annual Chicago World Trade Conference was held at 
the La Salle Hotel February 8. More than 400 foreign trade 
representatives for midwestern manufacturers of exports at- 
tended the conference, which was sponsored by the Chicago 
Association of Commerce and the Export Managers Club of 
Chicago. 

At the morning session, E. E. Schnellbacher, acting chief, 
division of commercial and economic information, Department 
of Commerce, said that the value of the country’s exports in 
the first 11 months of 1942 amounted to approximately $7,000,- 
000,000, of which amount lend-lease traffic accounted for 60 
per cent and regular business accounted for 40 per cent. He 
said the government would continue “to use the facilities of 
experienced foreign traders as much as possible, for it recog- 
nizes the necessity of maintaining the private export mechan- 
ism which the country must rely on for conducting its inter- 
national business once victory is won.” 

Other speakers at the session were William S. Swingle, 
vice-president, National Foreign Trade Council, New York, “A 
Conspectus of Foreign Trade’; Philip Young, deputy adminis- 
trator, Lend-Lease Administration, “Lend-Lease: Its Organi- 
zation and Development”; Dr. S. E. Harris, director, office of 
export-import price control, O. P. A., “Export Price Control 
Simplified.” - 

At a luncheon session, Dr. Lynn R. Edminister, vice-chair- 
man, U. S. Tariff Commission, said that many restrictions 
placed by the government on export traffic in the war period 
would be retained after the war. He said tariffs would be re- 
duced, export and import quotas would be eliminated, and addi- 
tional trade barriers would be abolished after the war. 


There was an export panel discussion in the afternoon, at 
which problems of obtaining government approval for export 
movements of traffic were discussed. Answering questions were: 
Hector Lazo and Paul Cornell, office of exports, Board of Eco- 
nomic Warfare; Mr. Schnellbacher; Dr. Harris; Mr. Young, and 


several other representatives of the Department of Commerce 
and B. E. W. 


At an evening dinner session, Lt. Commr. Carlos Falcon, 
Colombian Naval Reserve, spoke on “Just Between Good Neigh- 
bors,”’ and J. C. Rovensky, assistant coordinator of inter-Amer- 


ican affairs, discussed ‘Stresses and Strains on the Good Neigh- 
bor Policy in War.” 


W. S. A. MAXIMUM RATE CEILING 


The -War Shipping Administration has announced sus- 
pension until March 3 of its maximum rate ceiling as applied 
to small boat owners and operators if they will file their costs 
of operation. The suspension applies to vessels of less than 
1,000 gross tons and has been made effective by general order 
No. 29, “in order that there may be accumulated from warrant 
application and the filing of voyage account, further informa- 
tion respecting the trades, cargoes, and costs of the so-called 
‘mosquito fleet,’’”’ according to the announcement. 


WOODEN TUGS CONTRACT 

A contract for the construction of four wooden tugs has 
been awarded to Arthur G. Blair, Inc., of Yonkers, N. Y., the 
Maritime Commission has announced. 

The vessels, which are to be 65 feet in length, are being 
constructed in connection with the commission’s barge program. 
On January 25 the commission announced the award of con- 
tracts for the construction of 35 similar vessels. The tugs are 
of the V2-M-AL1 design and are the first of their type to be 
built by the commission. The contract was awarded on a fixed 
price, a lump-sum basis and the company had agreed to con- 


struct the vessels at a price of $41,032 each, the commission 
said. 
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N. Y. Shippers’ Conference 
The Traffic World New York Bureau 


The present board of officers was nominated for reelection 
in a report submitted by the nominating committee, of which 
J. A. Gerlin, traffic manager of the Bon Ami Company is chair- 
man, to the meeting of the Shippers’ Conference of Greater 
New York February 10. The board is made up of C. M. Smith, 
traffic manager, H. L. Greene Co., chairman; John H. Pretzell, 
first vice chairman, assistant traffic manager, Standard Brands, 
inc.; Fred L. Pomeroy, traffic manager, Vanadian Corporation 
ot America, second vice chairman; R. H. Goebel, Rubber Man- 
ultacturers’ Association, secretary-treasurer. 

Based on a report by W. L. Thornton, Jr., traffic manager 
of the Port of New York Authority with reference to the as- 
sembling and distribution rates of freight forwarders, the con- 
ference resolved to request its rate committee to call the at- 
tention of the Commission to the tariffs that appear to be in 
violation of 216D, Part IV, and to suggest that they be amended 
or withdrawn. 

“Certain tariffs have been filed with the Commission, nam- 
ing rates on lower bases than the normal level and which are 
restricted solely for the use of forwarders,” Mr. Thornton said. 
“in reviewing the legislative history of Part IV it is clear that 
the intention was to permit the establishing of assembling and 
distributing rates to be made available to all shippers. In other 
words, the legislative history clearly indicates that the purpose 
of Section 408 was to permit the establishing of such rates 
with relation to the traffic involved rather than to a particular 
type of shipper.’”’ He suggested a judicial interpretattion of the 
section “before the confusion and misunderstanding is _re- 
moved.” ie aid fl 

Keporting on O. D. T. Order 16 on permits for export 
freight, Mr. Thornton said that, “in general, it should be stated 
that all government freight moving in carload, truckload, or 
bargeload quantities must be accompanied with an O. D. T. 
Block Permit;” less-than-carload freight, moving for the gov- 
ernment, does not require permits, he added. On freight con- 
signed to one of the American republics permits are required in 
alt instances covering shipments weighing 2,240 pounds or 
more. 

“On carload, truckload or bargeload freight consigned to 
countries other than the American republics, an O. D. T. unit 
permit is required, which will be issued by the War Shipping 
Administration. These permits will be secured upon applica- 
tion to the owner or operator of the vessel, who will, in turn, 
certify space reservation and evidence of the Board of Eco- 
nomic Warfare license to the War Shipping Administration for 
issuance of the permit. No permits are required on less-carload 
freight destined to these countries provided the waybill or ship- 
ping document shows the number of the contract with the 
vessel operator and the Board of Economic Warfare license 
number. 

“All export freight, including carload, truckload or barge- 
load, less-carload and less truckload, for temporary storage in 
a port area, requires an O. D. T. unit permit. These permits 
are obtained upon application to the War Shipping Adminis- 
tration.” 

It was reported that the matter of proposed increase of 
charges made by public loaders at the Port of New York was 
still a matter of discussion with the truck owners. Some in- 
creases in rates had been agreed to but a large number of com- 
modities had been listed on which an agreement on rates had 
yet to be reached. It was reported that charges of public 
loaders on piers throughout New York Harbor were increased 
on February 1 as follows: Charges formerly 3 cents a hundred 
pounds, not 4 cents; charges formerly 4 cents now 5 cents. 
The Commerce and Industry Association transportation bureau 
opposed increases at arbitration proceedings on the ground that 

motor carriers hoped to pass increases along to receivers of 
freight, many of whom are operating under O. P. A. price ceil- 
ings, truckers have appealed to O. P. A. for permission to 
pay increased charges direct to the public loaders, and in- 
creased loading charges place the Port of New York at addi- 
tional disadvantage in competing with other Atlantic and 
Gulf ports. 

It was announced that rail carriers serving the Port of 
New York propose to increase the present charge of $22 a day 
for demurrage on carfloats, lighters, or barges, to $30, and 
that there would be a hearing before the Trunk Line General 
Freight Conference February 19. 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued rate advice 
No. 32, covering rates and surcharges on transportation of 
petroleum and petroleum products in bulk by tankers from the 
Netherlands West Indies, the east coast of Mexico and Peru 
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to Central America and the Panama Canal Zone, effective on 
loadings on and after Feb 1. 

The War Shipping Administration has issued rate order 
No. 160, prescribing as maxima rates and surcharges on mo- 
lasses in bulk from Cuba, Puerto Rico, the Dominican Republic 
and Haiti to Port Everglades, Fla., and U. S. Gulf ports in 
which it will concur as a condition to the granting, or to the 
continued recognition, of warrants under the July 14, 1941. In 
rate order No. 161, rates and surcharges-tankers-dry cargo, 
package goods and excess fresh water carried on loaded or 
ballast voyages, the W. S. A. has prescribed regulations for 
use in connection with tankers of over 3,000 gross tons operated 
for its account. In rate advice No. 33, the W. S. A. has author- 
ized listed rates, with applicable surcharges, for the transporta- 
tion of bulk petroleum and petroleum products in tankers of 
over 3,000 gross tons operated for its account from Netherlands, 
West Indies, and east coast of Mexico to Cuba. 


SAFE SEALING OF CORRUGATED BOXES 
A handy wall poster listing helpful hints for more eco- 
nomical and efficient sealing of corrugated shipping boxes with 
adhesives, with gummed tape, with metal staples or with metal 
straps and wires has been issued by the Hinde and Dauch 
Paper Company, Sandusky, Ohio. 


NEW BURLINGTON YARDS AT LINCOLN, NEB. 

Construction of new yard facilities by the Chicago, Burling- 
ton and Quincy at Lincoln, Neb., will begin as soon as necessary 
materials are allocated by the War Production Board, accord- 
ing to an announcement by Edward Flynn, executive vice-presi- 
dent. The new construction will cost approximately $1,300,000. 
It will include 33 miles of new trackage and 214 new switches 
and the replacing of 30 miles of existing trackage and 181 
switches. Fourteen electro-pneumatic car retarders will be in- 
stalled. The revised yard will consist of three sections—receiv- 
ing, departure and classification. The classification yard will 
have 36 tracks and will be equipped to handle a 100-car train 
in from 20 to 25 minutes. The yard will be illuminated with 
searchlights. Switch engines will be equipped with short-wave 
radio sets for communication with the yard office. 

The present yard, built in 1906 and changed in 1926, han- 
dled 29,949 cars in and 30,415 cars out in October, 1938, and 
49,992 cars in and 49,131 cars out in October, 1942. It is esti- 
mated that at least 90 per cent of the traffic now handled in 
the yards is in connection with the war effort. The planned 
changes and improvements are expected to save at least 175,930 
car days and 2,555 engine days annually. 


W. S. A. LEGISLATION 
The House committee on merchant marine and _ fisheries 
has favorably reported H. R. 133, a bill to amend and clarify 
certain provisions of law relating to functions of the War 
Shipping Administration. Similar legislation was under con- 
sideration at the last session of Congress. 


TENNESSEE RIVER TERMINALS 


Authority to continue construction of four Tennessee River 
barge terminals has been granted by the War Production 
Board. Construction was stopped recently by revocation of 
preference rating orders. The terminals are at Knoxville and 
Chattanooga, Tenn., and Guntersville and Decatur, Ala., and 
are part of the Tennessee Valley Authority program for devel- 
opment of the Tennessee River valley. 





INTERSTATE COMMITTEE CHANGE 


Representative John P. Newsome, of Alabama, has become 
a member of the House committee on interstate and foreign 
commerce, in place of Representative Donald L. O’Toole, of 
New York. 


FRANK THOMSON SCHOLARSHIPS 

Competitive examinations will be held in June for two 
four-year scholarships established by the Pennsylvania Rail- 
road in memory of the late Frank Thomson, former president 
of the railroad. Sons of living and deceased employes of the 
Pennsylvania Railroad are eligible to compete for the scholar- 
ships, each of which is for a sum not to exceed $800 a school 
year, payable quarterly. There are eight such scholarships. 
The June examinations are to fill vacancies because of the ex 
piration of scholarships awarded in 1939. 


CHANGES IN. DOCKET 


Hearing MC 46200 Sub. 2, February 8, St. Louis, Mo., postponed 
to date to be fixed. 
Hearing MC 96505 Sub. 7, February 10, St. Louis, Mo., canceled. 
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Questions and Answers 
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specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give in to any sim- 
gle relating to the law of interstate transportation of 
freight. The same man, with and knowledge, 
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Address Questions and Answers Department, 
Traffic Service Corporation, Harle Building, Washington, D. O. 


Routing and Misrouting—Refund of Motor Carrier Overcharge 


Ohio.— Question: Would you please give us your opinion 
on the following: 

A shipment is routed by the shipper over a carrier who 
has no individual exceptions in the applicable tariff. The rout- 
ing furnished was not complete. A joint line movement was 
involved. The originating carrier transferred this shipment to 
a carrier who has an individual exceptions which is higher than 
the ordinary classification rate. The delivering carrier attempted 
to collect the rate applicable by reason of his restrictions, but 
the consignee refused to pay an amount greater than the cheap- 
est through rate. It is the opinion of the writer that Part II 
of the Interstate Commerce Act does not permit of the appli- 
cation of the cheapest through rate, but that the charges must 
be paid which are applicable under the actual route of move- 
ment. 

Answer: We are not advised of any specific ruling or deci- 
sion of the Commission with respect to this question. 

However, based upon a statement of the Commission in 
its decision in Hausman Steel Co. vs. Seaboard Freight Lines, 
Inc., 32 M. C. C. 31, it appears that so far as routes via which 
joint rates to which it is a party apply, it is the duty of a 
motor carrier to forward a shipment via the lowest rated route 
where it has a choice of routes. 

If it was the duty of the initial carrier to forward the 
shipment via the route over which the lowest joint rate applied, 
it would seem to follow that a refund could be made by the 
initial carrier of the difference between the rate via the route 
over which the shipment moved and the rate via the route over 
which the cheapest rate applies. 


Damages—lInterest on Overcharge Claims—Motor Carriers 


Virginia.—Question: We have recently filed a number of 
overcharge claims with various truck lines who, in payment of 
the claims, have taken upon themselves to omit payment of 
interest. We are of the opinion that motor carriers are liable 
for interest on the amount of overcharge which they have re- 
tained in their possession from the date the erroneous transpor- 
tation charges were paid to the date on which the refund is 
made. In writing the various carriers, asking that interest be 
paid, they have consistently refused to do so, and one carrier 
went so far as to state that it did not believe the Commission 
would sanction such payments. 

_ We have a very complete file on the Commission’s deci- 
sions regarding movement by railroad. However, our file is 
lacking in decisions covering shipments by motor carriers. We 
are asking that you furnish us any decisions, with your opinion, 
Tegarding the propriety of motor carriers paying interest on 
overcharge claims. 

_ Any light that you may be able to throw on this subject, 
With supporting evidence, will be appreciated very much. 
._,Answer: The Interstate Commerce Commission has no 
jurisdiction to award reparation under Part II of the act. W. A. 
Barrows Porcelain Enamel Co. vs. Cushman Motor Delivery 
“0. 11 M. C. C. 365. Therefore, if motor carriers will not 
Include interest in paying an overcharge claim recovery must 

ad in an action at law. 

If money is withheld after payment is due, interest is as 
a general rule allowable as damages in actions based upon 
either express or implied contracts. Stewart vs. Barnes, 153 
U. S. 455, 14 S. Ct. 845; McCreery vs. Green, 28 Mich. 172; 
Youmans vs. Heartt, 34 Mich. 397. 

According to the weight of authority in the United States, 
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such an allowance is made as a matter of law where the de- 
mand is liquidated. The rule permitting the recovery of inter- 
est as damages for the detention of money is peculiarly applic- 
able where payment has been wrongfully or vexatiously with- 
held. Hence, where money belonging to another is not paid 
over to the person entitled to receive it at the time it should 
be paid over, interest will be allowed for the detention. United 
States vs. Curtis, 100 U. S. 219; Baltimore Trust Company vs. 
Bellevue Mills Co., 223 Fed. 753. 

Where interest is recoverable as damages, it does not 
constitute a distinct claim and can only be recovered with the 
principal by action at law, Forschirm vs. Merchants, etc., Bank, 
122 N. Y. S. 168; McDonald vs. Holden, 70 N. E. 21 (affirmed 
108 Ill. App. 449); Jamison vs. Burlington, etc., R. Co., 43 N. W. 
529, so when demand of the principal as such, is made and 
accepted, no interest can be recovered, the payment of the debt 
extinguishing the right to recover interest thereof. Stewart vs. 
Barnes, 153 U. S. 456, 14 S. Ct. 839; Talbot vs. Bay City, 71 
Mich. 118; 38 N. W. 890. 

It seems apparent that at the present time interest is 
recoverable only in the event that it is prayed for in the action 
at law for the recovery of the overcharge. 


Demurrage—Exemption of Leased Private Cars 


Massachusetts.—Question: Referring to your answer to 
New York, under the above caption, as shown on page 99 of 
the issues of January 9, 1943. 

It is the writer’s thought that in your answer you have 
overlooked Rule 1, Section B, Paragraph 4 (a), as shown in 
Supplement No. 2 of B. T. Jones’ Tariff I. C. C. No. 3722, 
wherein tank cars designated “TM” are not exempt from de- 
murrage when held for unloading, reshipping, etc. 

I would appreciate advice as to what correction, if any, 
in your answer should be made. 

Answer: Our answer, to which you refer, necessarily, at 
the present time, relates to private cars which are still exempt 
from demurrage under the provisions of Section B-3 of Rule 1 
of the Demurrage Tariff. 





Tratfic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THs Trarric Wortp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is leoked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor THs Trarric Wor.. 





The Indianapolis, Ind., Traffic Club has elected the follow- 
ing officers and directors: President, V. M. Ousey, division 
freight agent, New York Central; vice-president, C. V. Curran, 
traffic manager, Indianapolis Glove Company; secretary-treas- 
urer, E. G. Bumgardner, freight agent, Baltimore and Ohio; | 
members of the board of directors, H. E. Tardy, general agent, 
Keeshin Motor Express Company; Jacob Kohl, traffic man- 
ager, Schwitzer-Cummins Company; C. H. Schmidt, assistant 
traffic manager, Stokely Brothers Company; Edward Lind, 
district freight agent, Baltimore and Ohio; Sam Ziffrin, presi- 
dent, Ziffrin Truck Lines; C. C. Hibbard, traffic manager, 
Kingan and Company; C. E. Alwes, general agent, Wabash 
Railroad; A. M. McIntyre, general agent, Minneapolis and St. 
Louis Railroad; Freeman Bradford, traffic manager, Indianap- 
olis Board of Trade; J. H. Powers, traffic manager, American 
Can Company. 





Newly elected officers of the Traffic Club of Erie, Pa., are: 
President, A. M. Tesnow, commercial agent, Nickel Plate 
Road; vice-president, R. M. Briggs, traffic manager, Zurn 
Manufacturing Company; treasurer, Walter F. Miesel, traffic 
manager, Bucyrus-Erie Company; secretary, M. W. Eismann, 
traffic manager, Manufacturers Association of Erie. New mem- 
bers of the board of governors are J. J. Burgoyne, Walter F 
Miesel, R. M. Briggs, and G. W. Dougherty. 





Commissioner Johnson will be the guest speaker at the 
annual dinner of the transportation club of the Rochester, 
N. Y., Chamber of Commerce February 17. 


Robert S. Henry, assistant to president, Association of 
American Railroads, will be the guest speaker at the annual 
dinner and election meeting of the Birmingham, Ala., Traffic 
and Transportation Club February 15. <A _ founders’ day 
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luncheon meeting was held February 5. 
toastmaster. 


W. G. Kidd was 


The nominating committee for the Junior Traffic Club of 
Chicago has named the following candidates for office: For 
president, Peter J. Klein, Cracker Jack Company; vice-presi- 
dent, A. Halvorsen, Universal Carloading and Distributing Com- 
pany; secretary, A. S. Beery, Railway Express Agency; treas- 
urer, Harry W. Anderson, Youngstown Sheet and Tube Com- 
pany; members, board of directors, for two years, William 
Noorlag, Jr., Chicago Association of Commerce; Edward D. 
Haugh, Bethlehem Steel Company; John Ihrig, Glendenning 
Motorways; Harold W. Gray, Erie Railroad; Victor L. Emery, 
Mills Novelty Company. The election will be held March 4. 





John T. Bruton, new president of the High Point, N. C., 
Traffic and Transportation Club, was 
born at Nichols, Fla., and educated at 
Badin and Thomasville, N. C. He com- 
pleted a course in traffic management 
with the La Salle Extension Univer- 
sity. In 1929, he began work with the 
Railway Express Agency at High 
Point. In 1932 he moved to the South- 
eastern Express Company and, in 1935, 
was appointed express agent at Con- 
cord, N. C. In 1937 he became solicit- 
ing freight agent for the High Point, 
Thomasville, and Denton Railroad, 
which position he now holds. He was 
one of the charter members of the 
High Point Club. He was installed as 
its president at the club’s annual meet- 
ing recently, at which the speaker was 
John G. Kaley, regional director, Office 
of Defense Transportation, Atlanta, Ga. 








The Metropolitan Traffic Association of New York held 
its annual dinner dance February 11. There was a floor show. 
At a forum meeting, February 25, Arthur L. Allen, Delaware, 
Lackawanna and Western, will speak on “Routing, Diversions 
and Reconsigning of Freight in the War Period.” 





New officers of the Oklahoma City, Okla., Transportation 
Club are: President, V. G. Wright, Burlington Route; first 
vice-president, R. E. Hagan, Viking Freight Company; sec- 
ond vice-president, Glenn Spears, Alexander Drug Company; 
third vice-president, J. J. Bonebrake, Oklahoma City Chamber 
of Commerce; secretary-treasurer, Mike Bryan, Mike Bryan 
Office Supplies Company. 





The Transportation Club of Louisville, Ky., held a luncheon 
meeting, February 9, and a dance February 12. New chair- 
men of the standing committees include: Auditing, Charles S. 
Wund; bowling, J. S. Holliday; by-laws, M. J. Duffy; crippled 
children, W. O. Parker; dinner, John Schonemann; dance, W. C. 
Ballard; educational, S. A. Cash; membership, Walter A. Hix- 
son; outing, A. A. Duitz; publicity, Arnold Lettie; public rela- 
tions, Clifton Roehrig; reception, C, A. Bell; smoker, B. H. 
Hermes; speakers, M. J. Brown; sports, Carl Atherton, Jr.; 
visiting, W. P. Fahey; entertainment, E. H. Henken. 





New Officers of the Traffic Club of Tulsa, Okla., are: Presi- 
dent, N. A. Lindsay, traffic manager, Warren Petroleum Com- 
pany; vice-president, J. S. Babbitt, vice-president, Sands 
Springs Railway; secretary-treasurer, Ralph R. Morris, assist- 
ant traffic manager, Hanlon-Buchanan, Inc.; members, board 
of directors, J. E. St. Clair, traffic manager, Tulsa Boiler and 
Machinery Company; J. C. Scheidel, assistant district manager, 
North American Car Corporation; J. A. Swartz, general freight 
agent, Reliable Motor Freight Lines; J. F. Gelabert, agent, Mis- 
souri-Kansas-Texas Lines; J. W. Mahanay, traffic manager, 
Frisco Lines; J. C. Payne, traffic manager, Tidewater Asso- 
ciated Oil Company. 

The Traffic Club of Wilmington, Del., will hold a presi- 
dents’ dinner meeting at the Hotel duPont March 3. J. P. 
O’Neill is chairman of the program committee. 





At a monthly meeting of the Grand Rapids, Mich., Trans- 
portation Club at the Park Congregational Church, February 
18, the film, “Yanks in Africa and New Guinea,” will be shown. 





Prof. J. A. Reuber, science department, St. Thomas Col- 
lege, spoke on “The Character of the Japanese People” at a 
railroad day luncheon meeting of the Traffic Club of Minneap- 
olis February 11. C. L. Fuller was chairman for the day. The 





TRAFFIC WORLD 


division of off-line traffic representatives has elected the fol. 
lowing officers: President, H. F. Kinstler, commercial agent, 
Norfolk and Western; first vice-president, C. J. Royce, assist. 
ant general freight agent, Green Bay and Western; second vice. 
president, L. L. Newell, commercial agent, Lackawanna Rail. 
road; secretary-treasurer, W. D. Fernald, general agent, Denver 
and Rio Grande Western. 





Directors of the Women’s Traffic and Transportation Club 
of New Orleans held their annual tea for members February 7, 
A monthly business meeting was held February 9. 





The Junior Traffic Club of Minneapolis, at its annual meet- 
ing, February 1, elected the following officers: President, A, 
H. Babich, Northern Pacific; vice-president, John Totushek, 
Norfolk and Western; secretary, Robert E. McCormick, Soo 
‘Line; treasurer, Stanley Viehl, Glidden Company. 





Harold Colee, executive vice-president, Florida State Cham- 
ber of Commerce, spoke on “Development of Permanent Indus- 
tries in Florida and Post War Planning” at a monthly luncheon 
meeting of the Traffic Club of Jacksonville February 8. 





Newly appointed chairmen of the standing committees of 
the Traffic Club of Wichita, Kan., include: Program, E. R. 
Walcher; hospitality, James Tipton; membership, Don Hays, 
resident, and John Scarritt, non-resident; finance, J. P. Wilkin- 
son; publicity, E. J. Immele; educational, F. F. Lyon; auditing, 
C. E. Thomas; inter-club relations, Russell Ault; athletic, H. J. 
Peterson; transportation, E. A. Thomas. Chairmen of meet- 
ings will be: February, Mr. Immele; March, B. F. Harris; 
April, Mr. Thomas; May, Mr. Peterson; June outing, V. H. 
Frisch; September outing, J. H. Lamson; October, J. T. Lee; 
November dinner dance, C. C. Proctor; December election, 
George Vetter; January, 1943, S. E. Dillon. Frank Corle has 
been named chaplin. . 





Walter C. Newkirk, elected president of the Transporta- 
tion Club of Louisville at its recent annual meeting, is general 
traffic manager, Girdler Corporation 
and Tube Turns, Inc. He is a native of 
Louisville and began his career there 
in the local freight office of the Illi- 
nois Central. Following service there 
and with the American Tobacco Com- 
pany, he went to work in the traffic 
bureau of the Louisville Board of 
Trade. He remained there for 24 
years, for the last seven of which he 
was manager of the bureau. In 1942 
he resigned to take the position he 
now holds. He has been active in the 
National Industrial Traffic League 
and the Ohio Valley Regional Ad- 
visory Board. In his youth he played 
professional baseball and later was 
an umpire in the American Associa- 
tion. He is still active in local ama- 
Elected to serve with him were: Vice- 


teur sports circles. 
president, L. L. Davis, general agent, Nashville, Chattanooga 


and St. Louis Railway; secretary-treasurer, R. W. Ernst, 
assistant traffic manager, Mengel Company, Inc.; members of 
the board of directors, D. M. Miles, vice-president, Meeks 
Motor Freight; R. E. Keith, traffic manager, Colgate-Palm- 
olive-Peet Company; A. J. Palazzolo, traffic manager, Kentucky 
Macaroni Company; A. R. Tilford, division freight agent, 
Southern Railway; A. C. Lauer, commercial freight agent, 
Louisville and Nashville Railroad; Paul Holdaway, president, 
Falls City Transfer Company; R. O. Davies, general agent, 
Mississippi Valley Barge Line. 





The Calumet Transportation Association will hold an in- 
dustrial night dinner meeting at Phil Schmidt’s Restaurant, 
Hammond, Ind., February 17. 





Lt. J. Edward Sharkey, vocational training officer, U. S. 
Navy, will speak at a monthly meeting of the Oakland, Calif, 
Traffic Club February 16. Navy motion pictures will be shown. 


Lt. Commr. Lloyd B. Hughes, a member of the club, will be 
chairman. 





At a monthly dinner meeting of the York, Pa., Traffic Club, 
February 11, motion pictures were shown by arrangement with 
the Bethlehem Steel Company. 





The film “Target for Tonight” was shown by arrangement 
with the Maryland Academy of Sciences at a dinner meeting 0 
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Santa Fe 


reports to its passengers and shippers 
on its first year of war operation 





x & & eAbout this time every 
year, itis customary for Santa Fe to 
report on the condition of this rail- 
road to its owners, the stockholders 
of this company. 

This year, Santa Fe feels the need 
of making an additional report— 
not only to the stockholders, but also 
to the people who have helped us 
accomplish the biggest job we have 
ever had. 

These are the people who ride 
on a railroad, ship on a railroad, 
and work on a railroad. 

Santa Fe salutes them and thanks 
them. 

Without their cheerful coopera- 
tion, this difficult year would cer- 
tainly have been harder to pull 
through, if not completely impossible. 

This report is built around old- 
fashioned American sportsmanship. 





* During 1942, Santa Fe moved 79 per cent 
more passenger miles ... and 122 per cent 
more freight ton-miles . . . than in 1918, 
during World War I. 

And all this was done with 26 per cent 
fewer locomotives than we had in 1918. 

These figures indicate the greatest vol- 
ume of business we have ever handled. 

They also indicate why you may have 
experienced some difficulties and incon- 
veniences in traveling or shipping by 
train during the past year. 


Crowded Trains 


If you had difficulty obtaining reservations, 
or had to stand for a portion of your trip— 
we were just as concerned as you were over 
any inconvenience it may have caused you. 
And we mean it! 


Our passenger traffic volume was up 
102 per cent last year as compared with 
1941. Gasoline rationing, in our terri- 
tory, will increase that volume even more 
this year. 

The Santa Fe must handle this addi- 
tional load with its present passenger 
cars, as no new Cars will be built during 
the war. 

Late Trains 


We hate late trains, too! ...and we are 
sorry if they have caused you to miss a 
connection or an important meeting. 

In these days of unprecedented pas- 
senger volume it is not always possible 
to maintain schedules with on-time regu- 
larity . . . and since military trains have 
the right-of-way over everything else, 
they often cause our regular passenger 
trains to be delayed. 

At many stations along the line, mail 
and express are heavier than in normal 
times—and take longer to load. This is 
another reason why trains are delayed. 


Dining Car Service 


We regret if you had to stand in line for a 
seat in the diner—and we honestly wish 
we could correct this situation. 

Five and more settings per meal are 
frequently required in our dining cars in 
these days of limited equipment and 
crowded trains, whereas two settings 
used to be enough. 


Car Shortage 


Mobilizing cars necessary for troop move- 
ments has caused a shortage of cars at 
some points on the line. 

Special troop trains are becoming al- 
most routine on the Santa Fe. In just one 
case, we moved an entire division from 
one camp—and it took 55 complete 
trains to handle the men and equipment. 

We must also keep our passenger cars 
in constant service to handle the in- 


SANTA FE SYSTEM LINES 


Serving the Southwest for 70 Years 





creased traffic all over the line. For this 
reason, we cannot always concentrate 
extra Cars at any one point. 


Freight Cars 


Due to the submarine menace and the di- 
version of freighters to other services, 
almost all of the intercoastal freight ton- 
nage formerly handled by ships through 
the Panama Canal was hauled by the rail- 
roads in 1942. 

Export freight moving to Pacific ports 
from eastern United States over the Santa 
Fe in 1942 increased 374% over 1941! 

All this brought about an unusually 
heavy demand for Santa Fe freight cars 

. increased considerably the average 
length of haul ...and occasionally caused 
delays in delivering empty cars at some 
loading points. It also indicates Santa Fe 
has many busy months ahead. 


Keep °Em Rollin’? 
Please remember there’s only one thing 
we want to do more than keep trains on 
time and supply cars as promised—and 
that’s keep troops and war freight on 


their wartime schedule. And we know 
that’s the way you want it! 

x k * 
The record traffic we handled last year was 
made possible not only by the wholehearted 
cooperation of our patrons and employes, but 
also by the harmonious attitude of the Army and 
Navy, the wise direction of the ODT, and the help 
from the Interstate Commerce Commission's 
Bureau of Service. 
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the Women’s Traffic and Transportation Club of Baltimore 
February 10. Members have arranged to ice skate at the Sports 
Center on Monday evenings, beginning February 8. The next 
monthly dinner meeting will be held March 17. 





At a luncheon meeting of the Transportation Club of Dallas, 
Tex., February 8, George I. Plummer, vice-president, Dallas 
Railway and Terminal Company, discussed the transportation 
system of the city. W. E. Looney was chairman of the commit- 
tee on arrangements. 

The Traffic Club of the Lehigh Valley will hold a monthly 
dinner meeting at Allentown, Pa., February 16, at which mem- 
bers of the educational committee will discuss transportation 
problems of their companies. Henry L. Albert is chairman of 
the committee. 





At a luncheon meeting of the Los Angeles Transportation 
Club, February 8, Frank Meredith showed the war film ‘Flame 
and Fury.” 





The Fort Wayne, Ind., Transportation Club will hold a 
victory dinner at the Hotel Indiana, February 18. There will be 
a program of entertainment. 





Ralph L. Carr, former governor of Colorado, will speak on 
“State Rights and Individual Rights” at a joint meeting of the 
Denver Commercial Traffic Club, the sales managers council 
of the Denver Chamber of Commerce, and the Advertising Club 
of Denver, February 15. 





Maj. George Hyde, R.A.O.C., British Ministry of War Trans- 
port, spoke on “War Time Transport Conditions in England” 
at a dinner meeting of the Pacific Traffic Association of San 
Francisco, February 9. 





The Milwaukee Traffic Club will hold a Washington’s birth- 
day party February 20. Dinner will be served, and there will 
be dancing and card games. F. L. DeGroat is chairman of the 
entertainment committee. 





The Bridgeport, Conn., Traffic Association will hold an air- 
lines’ night meeting February 15. The following will speak: 
B. E. Sherwood, superintendent of air mail and express, Ameri- 
can Airlines, ‘Air Express in the War Program”; Lee Swiegert, 
traffic manager, Transcontinental and Western Air, “Airline 
Priorities”; Herbert J. Lyall, eastern regional traffic manager, 
American Airlines, “What’s Coming in Air Transportation.” 
The film “Trans-Pacific Flight” will be shown. Harlan P. Hal- 
lock, traffic manager at Bridgeport for American Airlines, will 
be chairman. 





Col. E. D. Bobzien, commanding officer, and Lt. Clifton 
Kirkpatrick, advanced flying school, U. S. Army Air Corps, 
George Field, Ill., will speak at a monthly dinner meeting of 
the Evansville, Ind., Transportation Club February 17. There 
will be a program of entertainment. 


Digest of New Complaints 


MC C-358, Minimum Rates on Textile Products to Eastern Ports. 

Investigation instituted by the Commission, division 2, into and 
concerning the reasonableness and lawfulness otherwise of mini- 
mum rate restrictions and minimum rate stops, and rules, regu- 
lations and practices affecting such restrictions and stops applicable 
to the transportation of textiles and textile products from and to 
points named in tariffs MF ICC 282 of Southern Motor Carriers 
Rate Conference, MF ICC A-90 of Middle Atlantic States Motor 
Carrier Conference, Inc., and MF ICC 87 of R. S. Cooper, main- 
tained by carriers parties to such tariffs. 

No. 28944. Utah Fuel Co. vs. Baltimore & Ohio Railroad Co. et al. 

Rates on steel mine cars from Barnesville, O., to Clear Creek, 
Utah, from Sept. 6, 1939, to Sept. 23, 1939, and from Barnesville 
to Sunnyside, Utah, in October, 1942, in violation of section 1. 
Asks cease and desist order, reasonable rates, and reparation. 
(H. W. Prickett, 323 Beneficial Life Bldg., Salt Lake City, Utah.) 

No. 28946. Roanoke-Webster Brick Co., Inc., Roanoke, Va., et al. ‘vs. 
Alabama Great Southern Railroad Co. et al. 

Rates on common brick attempted to be collected, in violation 
of sections 1 and 6, on shipments made since Jan. 30, 1941, in 
southern territory. Ask cease and desist order, less ambiguous 
description of common brick; and waiver of alleged undercharges. 
(H. D. Driscoll, 1025 Connecticut Ave., Washington, D. C.) 

No. 28938, Missouri Intrastate Fares. 

Investigation instituted by the Commission, division 1, on peti- 
tion of railroads serving Missouri, to determine whether the re- 
fusal of the Public Service Commission of Missouri to authorize 
the Ex Parte 148 passenger fare increases on intrastate fares caused 
violations of section 13. 
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Personal Notes 





J. H. Rees, general freight agent for the Soo Line from 
1928 until 1936, when he retired from active service and was 
assigned to special duties, died February 2. 

Chester G. Moore, secretary and member of the board of 
directors, American Trucking Associations, Inc., and chairman 
of the Central States Motor Freight Bureau, Chicago, and 
John Barriger, vice-president, Union Stock Yards Company, 
Chicago, have been elected by the Transportation Association 
of America to membership on its board of directors and ex. 
ecutive committee. 

William Jardine has been appointed assistant general 
freight agent for the Southern Railway at Washington, D. C, 
Marshall H. Schell has been appointed district freight agent 
at Raleigh, N, C. 

Lawrence W. Brown has been appointed district freight 
agent for the Baltimore and Ohio at Washington, D. C. 

The Freight Traffic Institute, Chicago, will hold graduation 
exercises at the Midland Hotel February 20. Joseph R. Lyons, 
Gallagher and Ascher Company, will be spokesman for the 
graduating class. L. H. Provis, dean of faculty, will be master 
of ceremonies. The speakers will be George J. Ruby and J. A. 
Burkley, executive officers of the institute. There will be a 
buffet supper, entertainment and dancing. 

Ralph G. Carlson has been appointed general agent for the 
Green Bay and Western and will temporarily be assigned at 
New York. He succeeds Edward J. England, resigned. 


J. M. Gauthier has been appointed freight traffic manager, 
Canadian National Steamships, Montreal, succeeding W. H. 
Thompson, who has retired after 44 years of marine line serv- 
ice. Lionel Cote has been appointed chief solicitor, Quebec 
lines, Canadian National Railways, Montreal, succeeding C. A. 
deL. Harwood, K. C., who has retired after serving in that po- 
sition since 1923. Chateauguay Perrault has been appointed 
assistant solicitor at Montreal. 


Ralph J. Kelly, traffic manager, General Foods Corpora- 
tion, has been elected president of the Trafficmen’s Association 
of America, Chicago. Others elected include: First vice-presi- 
dent, Earl W. O. Bogan, manager, Aero-Mayflower Transit 
Company; second vice-president, Jacob A. Burkley, president, 
Freight Traffic Institute; secretary, George D. Kimball, com- 
merce attorney; treasurer, Herbert H. Behrel, traffic manager, 
Booth Fisheries. 

Calvin E. Officer has been appointed traffic manager for 
the W. L. Maxson Corporation, New York. 

The alumni association of the College of Advanced Traffic, 
Chicago, will hold its annual past president’s night meeting at 
the Skyline Athletic Club February 16. Motion pictures will 
be shown. 

The Pennsylvania Railroad has announced the appointment 
of the following division engineers: Glen A. Williams, Phil- 
adelphia division, Harrisburg, Pa.; J. F. Swenson, Chicago, ter- 
minal division; E. E. Kinzel, Logansport, Pa., division, R. W. 
Grigg, Cleveland division; K. J. Silvey, St. Louis division, 
Terre Haute, Ind.; M. S. Smith, Jr., Long Island Railroad divi- 
sion; L. G. Walker, Jr., Columbus, O., division; R. W. Speidel, 
Indianapolis division. Thad W. Hamilton has been appointed 
superintendent of police, eastern region, Philadelphia; John 
W. Shumaker, superintendent of police, western region, Chi- 
cago; W. R. Creighton, captain of police, panhandle division, 
Pittsburgh. 

The Chicago and Southern Air Lines has announced the 
following appointments: Byron T. Cline, supervisor of traffic, 
Memphis, Tenn.; James W. Skinner, district traffic manage!, 
St. Louis; W. C. Burks, district traffic manager, Chicago; John 
G. Hughes, district traffic manager, Houston; Miss Anne 
Frances Beesley, district traffic manager, Jackson, Miss.; Ken- 
neth J. Howe, city traffic manager, Little Rock, Ark.; Miss 
Marcelle Wade, traffic representative, Chicago; Miss Eve New- 
ton, traffic representative, Little Rock; George Shedd, traffic 
representative, St. Louis; Mrs. Freddie Robertson, supervisor 
of manuals, Memphis; Miss Bernadine Zorn, chief clerk, trafic, 
Memphis, effective March 1; Thomas D. Brooks, general super: 
intendent, modification center, Memphis; John Carter, chief 
inspector for the center; Robert Davales, general foreman, 
and Charles A. Johnson, experimental general foreman for 
the center, Memphis; L. D. Freret, chief, radio training div! 
sion, Memphis; W. G. Crockett, superintendent, building main- 
tenance, Memphis; Herbert W. Davis, personnel technician, 
Memphis. ; 

J. C. Dolan, city passenger agent, Northern Pacific, Phil- 
adelphia, has been elected president of the Philadelphia Pas 
senger Association. Others elected include: First vice-pres! 
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PEORIA GATEWAY — ALWAYS OPEN 


yassnatid 





he “home body” 
Since time began there have been “home 
bodies” and “gadabouts.” Gadabouts are 
those that “rise and shine” while home 


bodies stay at home and tend to knitting 
and other details. 


So it is in railroading—the glory and ro- 
mance belong to the roaring road hauls, 
and they earn and deserve it. 


But P. & P. U. Ry., never far from home, 
sees to it that the thousands of cars from 
everywhere, daily brought in by its four- 
teen trunk line connections, are classified 
quickly, and as quickly interchanged and 
sent on their way to destination. 

Speed is essential when there is a war 
going on and P. & P. U. Ry. is putting 
every one of its advantages to work to- 
ward saving time for those who produce 
and those who fight. P. & P. U. Ry. is a 
“home body” and proud of it. 


E. F. Stock, Traffic Manager 


PEORIA AND PEKIN 


UNION RAILWAY 


Union Station, Peoria, Illinois 


SWITCHING SERVICE BETWEEN 


Peerla & Pekin Union Ry.; Chieago, Reck Island & Pasifie Ry.; Chieago & North Western 

Ry.; Chieago & Illinois Midland Ry.; Illinois Terminal Railroad Co.; Inland W 

Corp.; M is & St. Lowis R. R.; Alton Rallroad; Atehison, Topeka & Santa Fe Ry.; 

Milnols Central R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chieage, Burlington 

& Quiney Raliread; New York, Chicago & St. Louls Railroad; Cleveland, Cincinnati, 
Chleage & St. Louls Ry. (Peorta & Eastern); Toledo, Peorla & Western R. R. 


BUY WAR BONDS 
fa RA, 
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dent, F. P. Lister, Santa Fe System; second vice-president, A 
A. Krombach, Southern Pacific; secrteary, M. F. X. Ivers. 
treasurer, A. J. Nice, Pennsylvania Railroad; historian, J. rel 
Ross, Atlantic Coast Line; members, board of directors, W, F 
Lutz, Milwaukee Road; J. J. Collins, Burlington Route; J. Cc 
White, Chicago and North Western; A. J. O’Keefe, Baltimore 
and Ohio; J. S. Kline, Pennsylvania Railroad; Lincoln Burgher 
Rock Island Lines; W. D. Haring, Union Pacific; T. E. Green. 
wood, American Express; E. M. Franklin, Southern Railway, 

Paul J. Maguire, Chicago, formerly attorney for Acme 
Fast Freight, Inc., has entered private practice. 





Docket of the Commission 





=z 


OTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TrarFic WorRLD. New assignments 
on the Commission’s docket of dates later than herein shown 
bear asterisks when they do appear. Current cancellations 

ponements announced too late to show the change in this 
docket will be noted elsewhere. 


February 15—Brooklyn, N. Y.—St. George Hotel—Examiner Weems: 
28920—Hoffman Beverage Co. vs. Pacific Electric et al. 

February 15—Chicago—Hotel Sherman—Jt. Bd. 54: 
MC 44849 Sub. 3—Van Horne Truck Line, Hampton, Ia, 


February 15—Chicago, IIl—Sherman Hotel—Examiner Smith: 
* MC F-2071—Liberty Trucking Co., Inc., purchase, D. Lifschultz. 


February 15—Fort Smith, Ark.—Hotel Goldman—Examiner Higgins: 
MC F-2086—Rock Island Motor Transit Co., purchase, L. L. Rhoades, 


February 15—Philadelphia, Pa.—Philadelphian Hotel—Examiner Price: 
1. & S. M-2172—Commodities over Pennsylvania dispatch. 


February 15—Sacramento, Calif.—U. S. Court—Jt. Bd. 75: 
MC 1651 Sub. 12—Railway Express Agency, Inc., of Calif., San Fran- 
cisco, Calif., certificate to extend operations. 
February 16—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 77: 
MC 52929 Sub. 1—Texas-Oklahoma Motor Freight Lines, Amarillo, 
Tex., certificate to extend operations. 


February 16—Brooklyn, N. Y.—St. George Hotel—Examiner Weems: 
28923—-Hoffman Beverage Co. vs. L. V. et al. 


February 16—Chicago, i!l.—Sherman Hotel—Examiner Haley: 
MC 21995—Safeway Truck Lines, Chicago, IIl. 


February 16—Chicago, IIl_—Sherman Hotel—Examiner Smith: 
MC-F 1883—Transco System, Inc., pooling. 


February 16—Sacramento, Calif.—U. S. Court—Examiner Linn: 
MC 4132 Sub. 1 EX—Winters Dray Line, Winters, Calif., certificate 
of exemption. 
February 16—Washington, D. C.—Examiner Fuller. 
28800—Blytheville Chamber of Commerce et al. vs. A. & R. et al 
February 16—Philadelphia, Pa.—Philadelphia Hotel—Examiner Price 
and Jt. Bd. 199: 
MC 43700, Sub. 7—Fowser’s Fast Freight, Salem, N. J., certificate 
to extend operations. e 
MC 77577, Sub. 3—Glennon’s Milk Service, Inc., West Chester, Pa., 
certificate to extend operations. 


February 17—Chicago, IIl.—Morrison Hotel—Commissioner Patterson: 

* 28000 Sub. 92—Application of Alton for approval of proposed modifi- 
cations of systems or devices. 

* 28000 Sub. 93—Application of Southern for approval of proposed 
modifications of systems or devices. 


February 17—Kansas City, Mo.—Hotel Pickwick—Examiner Higgins: 
MC F-2069—Rock Island Motor Transit Co., purchase, C. J. Hearn and 
A. C. Lucke. 


February 17—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 16: 
MC 1441 Sub. 4—W. H. Merrill, Greenville, Tex. 


February 17—Philadelphia, Pa.—Philadelphian Hotel—Examiner Price: 
MC 1998, Sub. 3—Harold C. Mount, Inc., Hightstown, N. J., ce 
tificate to extend operations. 
MC 50493, Sub. 3—P. J. Miller, Orefield, Pa., certificate to extend 
operations. 


February 18—Brooklyn, N. Y.—St. George Hotel—Examiner Weems: 
FF 37—General Carloading Co., Inc., New York, N. Y., permit. 
FF 36—D. C. Andrews & Co. of Ill., Inc., New York, N. Y., permit. 


February 18—Indianapolis, Ind.—U. S. Court—Jt. Bd. 72: 
MC 1649 Subs. 21 and 22—Railway Express Motor Transport, Inc. 
Indianapolis, Ind., certificate to extend operations. 
February 18—Las Vegas, Nev.—Federal Bldg.—Jt. Bd. 78: 
MC 565 Sub. 4—Nevada Consolidated Fast Freight, Los Angeles, Calif., 
certificate to extend operations. 


February 18—Montpelier, Vt.—U. S. Court—Examiner Price: 
MC 95379 Sub. 1—Flemings’ Express & Mover, Burlington, Vt. 
February 18—Omaha, Neb.—Hotel Fontenelle—Examiner Higgins: 
MC F-2028—Rohweder Truck Lines, Inc., purchase, Holdcroft Trans 
portation Co. 
February 18—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 88: 
MC 103370 Sub. 7—Best Motor Lines, Dallas, Tex., certificate to & 
tend operations. 
February 19—Brooklyn, N. Y.—St. George Hotel—Examiner Weems: 
FF 144—Gulf Carloading Co., Inc., New York, N. Y., permit. 
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MERCHANTS MOTOR FREIGHT, INC. 


4.153 miles of 
daily service 





Tassouns 


31009 








MERCHANTS 
MOTOR FREIGHT INC. minnesota 


1. The Ann Arbor links the East and Northwest 
via direct routes, avoiding congested areas. 


2. Train and ferry schedules are co-ordinated with 
its connections east and west, to save time. 


3. Fleet of modern, all-steel ships in service the year 
around, regardless of weather. 


4. Ann Arbor has ample freight capacity to handle 
additional traffic without crowding its facilities. 


5. Dependable Double A Service means on time 
delivery. 

F. G. Maxwell, Traffic Mgr., 
Cherry Street Station, Toledo, Ohio 


pepenpabie DOUBLE A service 


LINKING EAST AND NORTHWEST 





VessELs of the McCormick fleet, pioneers in the in- 
tercoastal and coastwise services are now integral links in 
the nation’s wartime effort and while we cannot serve 
you directly as in past years, there will be a time when 


our ships return to resume handling your shipments 
with care and dispatch. 






DIVISION OF POPE 
AND TALBOT, INC. 


STEAMSHIP 
COMPANY 


397 


PORT OF 
LOS ANGELES 


LABEL FOR SPEED 


Sete, 


ATTENTION! 
MR. SHIPPER 
THE PORT OF LOS ANGELES offers: — 


Modern and Rapid conveniences for the fast 
handling of cargo ... Adequate terminal facili- 
ties ... Terminus of three fast transcontinental 


railroads . . . UNIFIED MUNICIPAL CONTROL 
of Port facilities. 






We INVITE your routing of cargo via 


LOS ANGELES HARBOR 


A Municipal Enterprise Devoted to Public Service 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, CALIFORNIA 
189 City Hall M. G. Rouse, Secretary 
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February 19—Concord, N. H.—Pub. Ser. Comm.—Jt. Bd. 20 and Ex- 
aminer Price: 


MC 2279, Sub. 2—W. A. Young, Northwood Ridge, N. H., certificate | 
to extend operations. 
MC 104129—Leo Demag Trucking, Hillsboro, N. H., certificate. 


February 19—Chicago, Iil.—Sherman Hotel—Examiner Higgins: 
MC F-2076—A. S. H. Bender, control, Arco Auto Carriers, Inc. 
February 19—Dallas, Tex.—Baker Hotel—Examiner Borroughs: 
MC 76468 Sub. 2—Oil Field Service, Inc., Dallas, Tex., certificate 
to extend operations. 
February 19—Indianapolis, Ind.—U. S. Court—Examiner Haley: 
MC 103623 Sub. 1—Jaqua Transit Lines, Inc., Muncie, Ind., permit. 
February 20—Boston, Mass.—Hotel Manger—Examiner Price: 
* |. & S. M-2170—Fish, Mass. points to Altoona and Pittsburgh, Pa. 
February 20—Brooklyn, N. Y.—St. George Hotel—Examiner Weems: 
W-463—James Hughes, lnc., common carrier application. 
February 20—Chicago, IIl.—Sherman Hotel—Examiner Higgins: 
MC F-2068—Burlington Transportation Co., purchase, Chicago Belt 
Freight Lines, Inc. 
February 20—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 50544 Sub. 11—Texas & Pacific Motor Transport Co., Dallas, Tex. 


PAINS AYA RY DAA 


Service from 


U. S. GULF PORTS TO 
BRAZIL-URUGUAY-ARGENTINA 
MISSISSIPPI SHIPPING CO. 


fd la Neto) NEW ORLEANS NEW YORK 


A 


OUR young associates are going or gone; you must 
carry the heavier load of wartime— must work 
harder and more efficiently. We know you are willing, 
but are you as capable as you should and can be? 
We can help you—at a comparatively 
low investment of money and spare time. 
What you study tonight ia our Traffic 
Management Training, you can 
use on your job tomorrow. 
Practical, condensed, it gives 
the knowledge and 
skill needed to do the 


os 


job better and 

prepare for the 

job ahead. 
Ask for our free 48- 
page booklet, telling how 
hundreds of traffic 
leaders have stepped ahead and 
how you can do the same. Send 
for it now. 


LASALLE EXTENSION UNIVERSITY 


A Correspondence Institution 
Dept. 295-TA 


\> 
<0° 


AIR MAIL 








CHICAGO, ILL. 


Frisco is “at your service” —ready to help 
route your shipments so that they are co- 
ordinated with vital movements of war 
materials, foodstuffs and man power. Let’s 
all cooperate to fit our plans to Uncle Sam’s. 


PASSENGERS 





TRAFFIC WORLD 


February 22—Detroit. Mich.—Hotel Ft. Shelby—Examiner Higgins: 
MC F-2061—S. B. Gilday and J. R. Weaver, purchase, E. K. Bowe ang 
E. A. Porter. 


February 23—Boston, Mass.—Hotel Manger—Jt. Bds. 321 and 190: 
MC 45363, Sub. 2—Stone’s Express, Inc., Cambridge, Mass., er. 
tificate to extend operations. 


MC 104153—Hunt’s Trucking, Brockton, Mass., 
operations. 


February 23—Brooklyn, N. Y.—St. George Hotel—Examiner Weems; 
W-57—F. E. Grauwiller, contract carrier application. 
W-37—F. E. Grauwiller Transportation Cn., Inc., contract carrier 
application. 
W-702—F. Jacobus Transportation Co., Inc., contract carrier ap, 


February 23—Brooklyn, N. Y.—Hotel St. George—Examiner Boyden; 
Finance 11681—N. Y. S. & W. reorganization. 
February 23—Dallas, Tex.—Baker Hotel—Jt. Bd. 33: 
MC 59771 Sub. 1—J. H. Marks, Odessa, Tex., certificate to exteng 
operations. 
February 23—Indianapolis, Ind.—U. S. Court—Examiner Haley: 
MC 104098 Sub. 1—Hughes Bros. Oil Co., Elkhart, Ind., certificate, 
February 23—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 75: 
MC 48717—Pacific Freight Lines, Los Angeles, Calif. 
MC 39682 Sub. 1—Charles P. Hart Transportation Co., Los Angeles, ; 
Calif., certificate to extend operations. / 


certificate to exteng 


February 23—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Lawton: 
* 1. & S. M-2196—Minimum class rate stops in eastern states. 
February 24—Boston, Mass.—Hotel Manger—Jt. Bd. 231 and Examiner 
Price: 
MC 57558, Sub. 3—Frank Poaletta, Cambridge, Mass., certificate to 
extend cperations. 
MC 63673, Sub. 1—Warner Co., Inc., Medford, Mass., certificate to 
extend operations. 


February 24—Brooklyn, N. Y.—Hotel St. George—Examiner Weems: 
28921—-American Potash & Chemical Corp. vs. A. & R. et al. 
February 24—Indianapolis, Ind.—U. S. Court—Ex. Haley and Jt. Bd. 72: 

MC 104047—Bennett’s Transfer, Clinton, Ind., certificate. 

MC 104079—Pfisterer Transfer, Inc., Evansville, Ind., permit. 
February 24—Phoenix, Ariz.—State Comm.—Jt. Bd. 47: 

MC 40007 Sub. 2—Reliable Transportation Co., Los Angeles, Calif, 





Classified Advertising 


RATES: $1.00 a Line, Minimum 3 Lines 





TRAFFIC MANAGER WANTED—A progressive middle western 
industry desires a man—30 to 35 years—with railroad traffic experience, 
initiative, public speaking ability, some experience before ICC desir- 
able. Excellent future. Salary conditioned on ability and experience. 
Essential industry. All replies confidential. Box 99, Traffic World. 





FOR SALE—175 bound volumes of Interstate Commerce Commis 
sion Reports, first volume covering period 1887 to 1888, 176th volume 
June and July, 1931. Volume 43, January to April, 1917, missing. If 
interested, make offer to E. L. Fries, General Purchasing Agent, Union 
Pacific R. R., Omaha, Nebraska. 
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AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. 


information consult any Air Ticket Office or any office of Pan American Airways System. 


ttt ay tet 


For passenger 


PAA 


PUN AVWMERICAN- GRACE AIRWAYS 
CHRYSLER BUILDING NEW YORK 


* Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Bueno Aires, Argentina 


COLOMBIA 


SERVING PANAMA ECUADOR 


PERU 





BRAZIL 
Rae eee Oe 


BOLIVIA CHILE 


ARGENTINA 


